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WASP MAJORS POWER THE CONSTITUTION « 


Lockheed Aircraft’s huge Constitution, one of the 
largest transports ever to take to the air, is now being 
readied to serve the U.S. Navy. Powered by four 
dependable Pratt & Whitney Wasp Major engines, 
capable of developing 14,000 horsepower, this 92-ton PRATT & WHITNEY AIRCRAFT 
giant is able to carry nearly 200 people and thou- ee 

sands of pounds of cargo aloft—safely and swiftly. uniteo AIRCRAFT CORPORATION 
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— AT EL PASO, TEXAS 


on busy Anderson Field, the City’s fast-growing 
Municipal Airport, Mobilgas Aircraft is avail- 
able together with Mobiloil Aero. Transient 





flyers will find both maintenance and fueling 
service tops. In the photo at left, standing next 
to the prop, is Anderson Airport's able Assistant 
Manager C. G. Sharrer and at his left, Magnolia’s 
Flying Territory Superintendent Paul Womack. 


AT HOBBS, NEW MEXICO 


veteran flyer B. F. Hines, shown at left, oper- 
ates a widely diversified flying business on Lea 
County Airport that includes not only aircraft 
sales and service, but pipeline patrol and crop 
dusting as well. His crackerjack service in- 
cludes Mobilgas Aircraft and Mobiloil Aero. 


AT CHILDRESS, TEXAS 


personable James E. (Jim) Ragsdale, runs Rags- 
dale Airmotive. Located in Childress’ Municipal 
Airport, Ragsdale Airmotive operates a flying 
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school, charter flying and full maintenance serv - 
ice that includes Mobilgas Aircraft and Mobiloil 
Aero, and convenient transportation service to 
and from the airport. 
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125 


/f 
BEATS AIRLINES for BUSINESS TRIPS 
< says Lt. Thomas M. Buck, USNR. 


@ A former Navy pilot, Lt. Thomas M. Buck, USNR, 
is now an engineer employed by the Penn-Carol Ho- 
siery Mills. Lt. Buck commutes regularly between the 
company office in Philadelphia and the factory at 
Concord, North Carolina, in his Swift 125, and says 
"My flying time beats commercial airlines in making 
the same trips." 


@ You will find that the 
Swift 125 gives you the 
time and money-saving 
convenience of a big 
plane for the cost and 
upkeep of a light plane. 





On weekends, Lt. Buck flys with the 
Naval Air Reserve at the Naval Air 
Station, Willow Grove, Pa. 


Compare the profitable 
utility of the Swift 125 


with any other plane Profitable Performance 

costing twice as much. Top Speed - - - - - - - = = = 150 mph 
Chances are you'll Cruising Speed - - - - = = = = 140 mph 
choose the Swift. Rate of Climb - - - - - - = = = 1,000 fpm 


Range - - - = = = = = = = = 425 miles 


NAVAL AIR RESERVE Landing Speed ree er ef ef * * 48 mph 
Offers Qualified Young Men Baggage Capacity = sas as 2 * 2 ° 100 Ibs, 
Part-Time Training—With Pay Based on Swift 125, 1710 Ibs. gross weight, Aeromatic* propeller 


ENROLL TODAY! 


The Swift 125 is reasonably priced. Write today 


for illustrated booklet and complete information. 


*reg. trademark 






Texas Engineering & Mfg. Co. 


P. O. BOX 6191-S DALLAS 2, TEXAS 
OTHER TEMCO PRODUCTS: U. S. and foreign governments and airlines use 
our facilities for aircraft modification, conversion, and overhaul in important 
volume. General products include vending machines, truck bodies, metal 
cabinets and parts for many products 
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ECLIPSE-PIONEER 


SERVING AVIATION 


With the 


AUTOMATIC PHOTS 
ENGINE INSTRUMENTS 
Autosyn* and Magnesyn* Remote 
Indicating Systems for 
Fuel Flow 
Fuel Pressure 
Hydraulic Pressure 
Liquid Level 
Manifold Pressure 
Oil Pressure 
Temperature 
Torque Pressure 
W ater Pressure 
Manifold Pressure Gauges 
Electric Tachometer Systems 


FLIGHT INSTRUMENTS 
Accelerometers 
Airspeed Indicators 
Gyro Horizon Indicators 
Rate of Climb Indicators 
Turn and Bank Indicators 


FLIGHT PATH CONTROL SYSTEMS 
NAVIGATION INSTRUMENTS 
Driftmeters 
Dual Radio and Magnetic 
Compass Indicators 
Gyro Flux Gate* Compasses 
Magnetic Compasses 


Sextants 


MISCELLANEOUS INSTRUMENTS 
Amplifiers 
Differential Pressure Actuated 
Switches 
Humidity indicating Systems 
Oxygen Regulotors 
Position Indicating Systems 
(fap, landing gear, etc 
Warning Units for 
Fuel Pressure 
Manifold Pressure 
Oil Pressure 
Vacuum 
Water Pressure 


AIR PUMPS 
ENGINE CONTROL EQUIPMENT 


Automatic Engine Controls 
Boost Controls 


ENGINE STARTING EQUIPMENT 
Booster Coils 

Direct Cranking Electric Starters 
Sterter Gear Boxes 


HYDRAULIC EQUIPMENT 
Fluid Metering Pumps 
Fluid Check and Pressure Relief 
Valves 
Hydraulic Pumps 
Motor Driven Hydraulic Gear Pumps 


World’s Finest Aircraft Instrument and Accessory Equipment... 


ICE ELIMINATION EQUIPMENT 
De-icer Air Distributing Valves 
De-icer Control Valves 
De-icer Valve Timers 


POWER SUPPLY 
GENERATING EQUIPMENT 


Alternators 

Dynamotors 

Engine Driven DC Generators 
Inverters 


Motor Generators 


POWER SUPPLY 
REGULATING EQUIPMENT 


Carbon Pile Voltage Regulating 
Panels 

Overvoitage Protectors 

Relay Switches 

Reverse Current Cutouts 


MISCELLANEOUS ACCESSORIES 


Actuators 

Air Filters 

Gear Boxes 

Oil Separators 

Pressure Relief Valves 
Propeller Governor Controls 
Suction Regulating Valves 
Suction Relief Valves 





ALSO SERVING... 


THE AUTOMOTIVE INDUSTRY 
with 
Electric Speedometer Systems e Electric Tachometer Systems 


THE ELECTRONICS FIELD 
with 
Amplifiers 





Chronotron* Time Delay Tubes ¢ Convectron* Vertical 
Sensing Tubes ¢ U.H.F. Noise Diode Tubes 


THE INDUSTRIAL FIELD 
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— with 
High Precision Autosyn Transmitters, Receivers, Resolvers 


and Differentials « Remote Torque Control Systems « 


Synchro-switches « Seamless Flexible Metal Hose 
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By Major Al Williams, aus, “TATTERED WING TIPS,” 


Gulf Aviation Products Manager, Gulf Bldg., Pittsburgh 30, Pa. 





Gentlemen! The Little Known Facts 
Dept is officially reopened! 
(We closed up temporarily while we 
announced Gulfpride Aviation—Series D 
the world’s finest oil for horizontally 
opposed aircraft engines 


We're going to bea little selfish though 
and monopolize the department with our 


own Facts’ this month 


We got a new Gulfhawk, you see. Nat- 
urally, we want to tell you all about it and 


show you pictures Wouldn't you? 


Well, there she 1 front of the old 


Gulfhawk. She's a Grumman F38, and so 
help us! She'll scamper up to 10,000 feet 
in 100 seconds from chocks! We can get 
2800 hp out of her with water injection, 
which is almost enough to get from here 


to there betore we leave here! 


Navy 


version can get off a flight deck in prac- 


With all that horsepower, the 
tically zero winds. And mind you, we un- 
loaded 1300 lbs. of armament from our 


ship. Imagine what ours will do! 
I 


We can't tell you a whole lot about her 


yet because we haven't really had a chance 


~~ 





to get acquainted with her. But as we get 


more time in her, we'll keep you posted 


Meanwhile, after all your letters asking 


that the Little Known Facts Dept. be 


kept, it's time for you to start sending 
said “‘Facts’’ in again. Same rewards: 
Commission as Perch Pilot (bottom rung 


for 1 printed “Fact Senior Perch Pi- 


lot's rating for 5 ‘Facts”’ and Com- 


mand rating for 20! 
And don’t forget: use the new Gulf- 
pride Aviation—Series D in horizontally 


opposed engines!) 





NATCH, WITH OUR. EQUAL-TO- 
ZO-PUT T-PUTTS POWER. 
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TO USE NOTHING BUT THAT 
SUPER-LUBRICATING, 
SUPER-REFINED---- 
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-** GULFPRIDE OIL. AND 
NATCH, WE'LL USE NOTHING 
LESS POWERFUL THAN «= - 














**- THAT GOOD _ GULF 
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Boom for Big Cessna 


Popularity exceeding expectations of 
195 series Cessna has surprised dealers 
including MODERN AIRPORTS and distributors as well as Cessna 
company officials. Deliveries are now 
at one per day—original production 
planning was for only 2 per week. A 
cleaned-up, roomier, more powerful, 
faster and all-metal off-shoot from 
the popular and efficient prewar “Air- 
master” design, the new big Cessna 
wasn’t expected to sell in volume in 

COVER: Cessna Model 170 the 1948 market largely because it was 
(SOUTHERN FLIGHT Photo by E. H. Pickering.) -” the $13,000 ae. oe See four 
to five thousand over popular four- 
place designs. Since recent price in- 
creases by Beech and Ryan have nar- 





Air Report—Significant Trends in the News. - - - - - - 5 rowed the price gap, Cessna dealers 

Just Among Ourselves—Editorials- —- - Sv alaey aaa: © 6 and distributors are rejoicing over dis- 

covery they have a semi-competitive 

Flying the Cessna 170—ny nos WEMPLE AND TOM ASHLEY - - 10 product despite higher price. Leading 

big Cessna states are Arkansas and 

Bigger Game by Private Plane— Oklahoma, with Texas moving up. Last 

Navion to the Arctic, Bonanza to Canada _ .« * - 12 month one South Carolina dealer sold 

Top Men on the Totem Pole—sy Grorcr F. HADDAWAY - - - 14 a ae 

Experimental 4-Place with Auxiliary Jet s « © * = & 7 seer by oe aey 

Art Whittaker, Piper distributor 

Intentional Belly Landings - --* = = 18 in the Northwest, tells of an operator 

. : who rents the low-priced 65-hp. Ly- 

Airmen’s Calendar . 25 coming Piper Vagabond by the day 


instead of by the hour or mile. “He 


i i WwW nd it—», 26 : : 
Airport Service as We Found SLIM AND FRANCES KIDWELI Sunk fille un the ene tank and tele as 


Plane Talk and Plane People ee ee . for $20 per day, regardless of how 
many hours or miles are flown,” re- 
This Month’s Modern Airport—Costello Island Air Resort - - 33 ports Art. “His first Vagabond paid 
, for itself in 90 days.” 
Airport Leases and Contracts—ny ALLEN HH. BARR- - - 34 
: , Production for NC’ed Mooney 
Monopolies on the Airport—ny jorN H. FREDERICK - - - 36 


First Mooney Aircraft M-18 delivery 
Questions and Answers for Airport Operators } went to a California operator last 
month following CAA certification of 
the 25-hp. Crosley-powered single- 
seater tricycle of wood, metal and 
fabric construction, designed by Al 
Mooney, formerly of Culver. Delivery 
of 50 M-18’s this year is scheduled by 
the Wichita, Kansas, enterprise, which 
has set $1,600 as its price objective. 
Designer Mooney has described his 
airplane which grosses 700 lbs., as 
having an 85-mph. cruising speed and 
a range of nearly 400 miles on 8 gals. 





Published Monthly 6) of gas. Tricycle gear is retractable. 

C. G. Yankey, veteran Wichita aviation 

AIR REVIEW PUBLISHING CORPORATION figure and a vice president of Beech, is 
P. O. Box 750, 1901 McKinney Avenue, Dallas 1, Texas president of Mooney Aircraft. 


. . ’ 
GEORGE E. HADDAWAY Historic Airp‘anes Wanted 


Editor and Publisher Have you an historic aviation relic 
lying about, an old Jenny or a Barling 
bomber, for instance? If so, get in 
M ASHLEY, managing editor. Frep N. Stones, Jr., business manager touch with National Air Museum 
H. PickerinG, editorial research. Field Representative: Bos WeEMPLI Curator Paul E. Garber, Old Douglas 

Plant, Park Ridge, Ill. He'll tell you 


(Continued on page 24) 
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Tits css 


EXPERIMENTALS ARE NEWS 


_ , 
est iblished 


<THODOX, 


personal plane manu 


, - 1] mS } 
Facturers generally noid tne view 


, , | 
that experimenta urplanes Deng 


developed by rank newcomers, un 


knowns or individuals o companies 


without sufficient capital to produc 
, , 
or market thei design should not be 
, ' , 
pub icized In tne rirst place tne 
complaint 1s that ovVer-Optimistic 
1 ] 
claims by the experimenters usually 
, , 
build up Tals¢ 1Ope 1 the potentia 
market for performance ) ror pric 
‘ ' 1 | 
which mpossib yf realization 
- , ‘ 
This, they say, hi the market for 
existing, proven make 
The objective aviation write 
, } | 
heretore 1s put on the spot by the es 


tablished manufact Experimental 


viation comes unde tin wading ot 
news T he objective i ition writer 1s 
| * ’ 
not interested in pubiicity is sucn 
tor inybody neit ’ nan with 
tne backyard desig r the legitimate 
personal plang nanufacture! He« 
| 
interested primarily porting new 
} ] 1! 
wortny materia nteliigent 
: . ’ | =. . ; } . TI ' ' 
nanner to his cade li} leretore 
1 1 
iiation writers, and pa ticularly tne 
] t , , 1] 
icvitimate iviation idk press, will 
1 
continue to eport oO experimental 
designs ind print new items about 
the formation of vw Hotsie-Totsi 
' , 
\ircratt)} Corporation vho Ws an 


} 
xperimental ship unde development. 


\ parallel case in the automobile 


; " se ' 
vorld is Preston ucker’s new design 


Who mong us can predict whether: 


Mir Tuc ket will or W I] not be ible to 


produce his new luto?r It would be 


idiculous for the aut motive editors 


to ignore his experimental car and not 
publicize” it just because the odds 
night be against mass production. 


W e doubt if very 


many people are 


driving 1round n old beat up 
:utomobiles Waiting tor Preston 
Tucker to get into mass production 
The singular peculiarities of the 
personal urplan field make it even 


ry , : 
mor. unlikely that iny legitimate 


| ] 2 

prospect would hold up buying present 
| ] 

models because a new or unknown 


company Was developing 1 revolu 
tionary, yet-to-be-certificated airplane. 

We admit that the general, non 
flying public must oftentimes get a 
lot of funny ideas from aviation stories 
ippearing in the daily press and in some 
so-called aviation magazines. Most of 
| 


| 
our newspapers Nave made themselves 


, ' ’ 
diculous in the eyes of aviation peopl 


because OF the way they usually handle 
matte! With n 


Wiation§ editor oO even 1 parttim 


, 
ition subject 


Viation rep wrter, 1 large number: or 
botch up every 
W ild, 


‘ae : 
exaggerated claims of crack-pot back 


oul daily papers 
' 


’ ition story they publish. 


yard wcronauts are quoted verbatim, 
eaving the impression that it won't 
rt ( y bef or¢ you can have i 
»00-mil in-hour family plane for less 
al Vou paid ror youl Ford The 
nN Lio writer, edito Or 
port can separat the wheat from 
chatt Daily papers whose editors 

ve been alert enough to assign some 
it? member the responsibility ot 
overing or ck ring ill aviation stories 


npov the readership ind support ot 
, 

1 industry and the growing ranks of 

' 

irmen everywher 


What urplanc 


id prospective 


dealers, distributors 


] 
urplane customers 
rust realize 1s that the odds ivainst 


getting into the manufacture 


nybody 
rt personal urcraft in times like these 
re mighty heavy. In fact, the field 
s overcrowded for the size of the 
narket today and it won’t be surprising 
to see more manufacturers drop out 
tf the picture rather than new ones 
coming in. And should some hardy 
1d optimistic people muscle into this 


overcrowded and _ highly 


specialized 
tield of endeavor there are ways and 
neans to check up on their financial 
esponsibility, their productive ability 


Continued on have 31 
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peace 
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On Air Force Day, Sept. 18, 
Lockheed Aircraft Corporation 
salutes the men who fly to keep 


America strong. 


LOCKHEED 


AIRCRAFT CORPORATION 


BURBANK, CALIFORNIA 


Look to Lockheed for Leadership 
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The Air Force F-80 Le chheed Shooting Sar. 
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Setting the Pace 
with Cessna 


Personal airplane owners and users everywhere are showing 
their preference for Cessna, leader of the industry, with five 
Top-notch exclusive models, from 85-hp. 2-place to 300-hp. 5-place 
executive airplanes—the nation’s only complete line of personal 





Cessna Models prunes. 
And in the Southwest the preference is for five leading distribu- 
tors whose sales and service of this complete line of Cessnas 
are attaining new standards and honors for personal transpor- 
tation by private airplanes. 
Join the ranks of satisfied Cessna owners today . . . meet the 
Top-notch leaders who are setting the pace for personal plane ownership 
and operation. These top-notch distributors have just the air- 
Cessna Distributors plane for your needs—tops in the 2-place field . . . tops in 
the low-priced 4-place category . . . and tops in 5-place, extra- 





comfortable, high performance executive airplanes. 


For Cessna in Arkansas 


*XKENNETH STARNES 


For Cessna in Oklahoma 


*XMAUK’S AIRPARK 


For Cessna in Northeast Texas 


*XMUSTANG AVIATION 


For Cessna in the Rio Grande Valley 


* SAN BENITO FLYING SERVICE 


For Cessna in South Texas 


*ATOMCO AVIATION, INC. 














AVIATION SERVICE 


Little Rock Municipal Airport Tel. 4-7068 


DEWEY and VEDA MAUK 


Blackwell, Oklahoma Tel. 282 


J. 0. WOMACK 


Dallas Airport (Old Mustang) Tel. E6-2878 
Dallas, Texas 


KING CRUSE 


San Benito Airport Tel. 652 


FRED THOMPSON, San Antonio, Texas 
Municipal Airport Tel. Travis 2254 
Stinson Field Tel. Lindell 4-1258 
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oe, Cessna Owners 
x, wrote this 
— Advertisement 


(Excerpts from letters about the new Cessna 190-195) 






ina 
~ al ; 
Een = 
Part ra “eral COn+ 
+) - f the rr... **bPact,- 
ie . “Nited . Cc Ver 
ted 0 Son 
Can - cn . . : 
Villy } oY mi] JY wor} “Step 
a “/ OD ~iA@€@s n Vik ren), 
~ + = Gon } - er 1 e 
2St wee, 7 OMe by fy... PT Weexr .. tres 
—s " 1 mov ~“LAVing ‘3s and ths 
Qa moa) sade E r Nis 
v3 5s Ne ‘ Ty an 425 
4A] y 4} tr pe wi Vesa. 
at } 2 “NTre¢ Regie ( 127 “SMa 1965 
Ne ° f + | m> . 
“E san * Stops .- Miles ;,, 
WS ‘ on a anda «il One 
oo “ Nad qs “2 
Ginn 





CESSNA 190-195 Practical 4-5 place per- 
All metal- 
Standard 
every safety and 


sonal or company airliners. 


airline-type engines—Hamilton 
Constant Speed Propellers 
comfort feature. Yet surprisingly econémical 
to own and operate. The 190 has a 240 H.P. 


Continental Engine and cruises at well over 


Cessna 


" rhe deal ship 160 m.p.h. The 195 has a 300 H.P. Jacobs 
. . pave Lil 190 and 195 Engine and cruises at over 165 m.p.h. Both 
for is have ranges of over 700 miles. 
me e th» : 

— five people — 
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Only Cessna Offers a COMPLETE LINE OF PERSONAL PLANES 





120-140: Practical 2-place, cross- 


planes at light training plane prices! 


Cessna 
country 
All-metal structure. Many comfort, safety" extras.” 
The 140 has a 90 H.P. engine and cruises ot over 
105 m.p.h. The 120 has 85 H.P. engine; cruises 
ot over 100 m.p.h. 450-mile ranges! 
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Call Your Nearest Cessna Dealer 
(See Your Classified Phone Book) or 


MAIL THIS COUPON 





Cessna Aircraft Co., Dept. SF, Wichita, Kansas. Please 

send free literature giving complete description of the 
Cessna 170 ( ); Cessna 120, 140 ( ); Cessna 190, 
195 ( ), literature for model builders. ( ) 


Nome...... 
Street No...... 
Cessna 170: The low-cost, 4-place “Family Car City 
of the Air.” Easy to fly—economical to operate 
Coun Stote.. 


—plenty of room for the whole family (4 adults) 
plus luggage. All-metal structure. 145 H.P. Con- 
tinental Engine—over 120 m.p.h. cruising speed 
—500-mile range! See it! 








o> - 


Our host met us at Ray Breazeale's beautiful airport at Natchitoches, Louisiana's oldest city, on Cane River. We had averaged 9 gals 


Flying the Cessna 170 


S \LES records have proved 
there was a place on the 
market for newly-designed, low-priced 
four-place personal airplanes which 
made their debut last Spring. During 


the first four months of their ip 


pearance, 575 of the new models were 


delivered by four manufacturers. 
Cessna’s 145-hp. Model 170 led the 
parade with 310 deliveries at the end 


of July. Most of these, however, went 
to distributor-dealers and an accurate 
measure of the public’s acceptance will 
not be possible until deliveries are going 
mostly to non-dealer buyers. 

In the case of Cessna, there are good 
indications that Dwane Wallace and 
his Cessna organization came up with 
a leader when they brought out the 
170. One is the immediate respons, 
of their dealers. Others include the 
factory’s heavy backlog of orders 
which will be delivered to private 
pilots after all dealers have received 
their demonstrators. Behind it all is the 
Model 171 | 


*s conventional character 
istics, performance and features such 


as cabin comfort 

In bringing out the new four-place, 
Cessna adapted market lessons it 
learned in successfully developing its 


2-place Model 140’s performance and 





10 


per hour in the Cessna 170. 


(SOUTHERN FLIGHT Photo.) 


Here's a low-priced family airplane which handles like 
a two-place, but offers plenty of four-place utility 


comfort for cross-country flying. This 
airplane has outsold all other designs 
during 1948 with the exception of a 
4-place competitor. Now comes its 
big brother, the four-place 170, to 
follow a similar groove. One will 
support the other, Cessna hopes, for 
the 170 fills out the company’s line of 
single-engine personal airplanes—two 
2-place models, a low-price 4-place and 
two 5-place models, ranging from 
$2,845 to $13,750 in price, from 85 to 
300 hp. in power and 100 to 180 
mph. in speed. Cessna is the first 
manufacturer to complete such a line 
of personal airplanes and expects to 
emerge on top of the field from the 
industry’s postwar campaign for 
market leadership. In dollar volume 
of 1948 billings, it was in No. 2 
position at the end of July with 
$3,784,000, only $7,000 from the top 
ind nearly a million dollars ahead of its 
nearest challenger. 

Cessna’s program of incorporating 
many of the successful 140’s features 
in the new and larger 170 accomplished 


1) duplication which is notable in many 


By BOB WEMPLE 
And TOM ASHLEY 


respects other than appearance. It is 
actually difficult to tell the two air 
planes apart because of their similarity. 
But this mating had a more important 
purpose than appears on the surface. 
It achieved a new standard in 
production efficiency and cost plan 
ning for the Cessna factory. Seventy 
per cent of the basic parts from the 
smaller Model 140 and larger Model 
190 series are used in the 170’s con- 
struction. This duplication involves 
wing ribs from the 140, extrusions 
for spars from the 140, and identical 
140 landing gear, instrument panel, 
rudder pedals, trim tab and flap 
controls, tail wheel and spring. The 
tail group of the larger 190 series is 
identical with that of the 170 except 
that the larger airplane’s dorsal fin is 
not used and elevator counterweights 
are different. 


In the Air 


Because it so closely resembles 
Cessna’s 2-place models, the 145-hp. 
170 will attract many pilots of the 
smaller airplanes who will want to try 
the larger ship. They’ll find it to be 
the same kind of airplane—Cessna 
through and through and without 
vices or gadgets. There’s nothing new 
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to become acquainted with—you teel 
After a cock- 


pit check which consists of recognizing 


right at home. brief 


these similarities and finding nothing 


to learn anew, you're ready to go 
places in the 4-place. That’s how we 
found it on our cross-country, with 
Bob Wemple doing the flying. 
Distributor J. O. Womack, whose 
170 demonstrator we used, recom- 


mends letting all Cessnas fly themselves 
off the ground as being a more efficient 
method of take-off than the oft-seen 
practice of hoisting the tail early in 
the 


run. We were off after only a 


short distance with an indicated ai: 


speed of about 55-60 mph. and as we 
lowered the nose the 145-hp. Conti 
nental quickly picked up two hundred 
revs to boost the speed to 95 for the 
start of our climb. We trimmed it for 
in 80-mph. climb and the nose held 
the needle glued to our selected speed. 

As in other newly-marketed 4-placc 


1 
' 


high-wing types using the 6-cylinder 


Continental, the Cessna has an engine 
cowling which drops sharply down and 


We 


ind 


iway from the windshield. have 


flown the other new have 


Ones 
become acquainted with this but rhe 


pilot getting his introduction to it is 
upt to hesitate before lifting the nose 
You 
We 


best climbing speed 


is high as it belongs in a climb. 


nave to hoist it way up there. 
] | 
tound 80 to be the 


, 
on cross-country and, iulthough it was 


1 hot August day, we averaged 700 
1 11 

Ipm. with Tull gas, three occupants 

ind about forty pounds of baggage. 


On one leg of our trip we held it in 


, ; ‘ 
the climb (the temperature was 103 


degrees and it was 3:30 o’clock in the 


, et ; 
ifternoon) until we topped 5.500 ft 
n 10 minutes and 9,000 fr. in 28 
minutes. 


Good chat icleristics were displayed 


in power-on and power-off stalls at 

3,000 ftt., with the Cessna requiring 
| | | 

in unusually migh nose position (in 


| | | , 
the back seat you feel as if you’re going 


traight before breaking gently 


up 
it 45-48 mph 


it 48-50 mph 


IAS) with power and 
(LAS 


Chere is plenty of warning in the stall 


| 
without power. 


ind no tendency to fall off. As you try 


the 170 you marvel at the extent to 


W hich if duplicates the handling char 





icteristics of the Model 140 Dwane 
Wallace wanted a companion airplane 
to complete his line of models—one 
which 140 owners could step into and 
carry their families without a change 
of pace. His engineers have fulfilled 
that specification to a T 

Ready for a landing, we trimmed 


tor 90 and dropped that to 75 in the 


final, with flaps easing it off to 70 as 


we crossed the fence with the nose quite 
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a normal flare, we were on 


Atte 
with a little extra speed at 60. Hy 


low . 


draulic brakes combined with Cessna’s 
spring-steel landing gear struts gave us 
excellent control, and taxiing, with the 
steerable tailwheel, was a snap. Visibili 
ty in the Cessna is excellent. 


Something New in Headsets 


Ready for our cross-country, we 
topped the tanks, capacity 37.5 gals., 
for neigh- 
the third 


loaded our gear and headed 
Worth 
member of our party was waiting. The 
GE radio was surprisingly 
efficient as obtained the 
aloft and ran a little experiment with 


boring Fort where 
Cessna’s 
we winds 
a promising new gadget which a friend 
has developed. This is a ‘Feather Fone” 
ear plug adapted from a hearing aid, 
as used by the hard-of-hearing. It con- 
sists of a clip-mounted jack, which is 
the belt; a 


headset cord, which runs from the belt 


fastened to conventional 


to the radio plug-in on the panel, ind 
1 very small, lightweight cord which 


runs from the belt-clip to the ear 


plug. This plug not only fits the eat 


but is easily worn inside the ear, being 


barely noticeable in appearance and 


completely unnoticeable to the weare: 


The entire gadget weighs only 2.3 


ounces ind replaces the customary 


heads« Se 
The 


Cessna 170 was equipped with 





1 loudspeaker, conveniently mounted 
just above the head between the front 
seats and which works very well be- 
cause of the airplane’s soundproofing, 
but we were interested in trying out 
the new gadget. We found it worked 
like a charm and provided almost un 
unbelievably clear and soft reception 
which eliminated the usual listening 
strain encountered in static or weak 
reception. Instead of taking off the 
headset and hanging it up at an air 
port stop for coffee, we merely dis 
connected the jack at our belt and 
wore the gadget, having only to re 
connect the jack as we took off again. 

Our coffee stop was at the Gregg 
County Airport in the big East Texas 
oil fields, near Longview, which has 
one of the best restaurants of any air- 
port in the country. There another air- 
plane, flown by Editor George Hadda- 
way, was waiting for us and we con- 
tinued our cross-country in two air- 
planes, taking off fifteen minutes apart 
to arrive at the same time at our desti- 
Natchitoches, Louisiana’s 
of the nation’s 
oldest communities, located on Cane 
River about 65 miles south of Shreve 
port. We were headed for Buckhorn 
Camp on Black Lake, and Owner Sam 
Holliday, a well-digging contractor 
sportsman the 

(Continued on page 30) 


nation 


oldest city and one 


ind who roams con 


We found a remarkable similarity between the Cessna 170 and the smaller Cessna 140. 


Actually, both airplanes are outfitted the same up front. 
section include mixture control, dummy and carburetor heat, to left of throttle. 
pulled mixture twice instead of carburetor heat. 


pilot errors 


Pull-knobs in gridded-center 


We 

Wider separation would prevent such 
(Cessna Photo.) 
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Sam Holliday, far-flying Louisiana well 
contractor who flew his Navion to the 
Arctic after bear, is shown below with 
a couple of specimens from Black 
Lake. His Navion, called “Well Dig- 
ger,” is shown at start of trip with 
hunting gear ready for loading 


¥ 






NAVION 
to the Arctic 


LYING for pleasure is one 

thing. Business use of a 
private airplane is another. The ulti- 
mate in lightplane utility is reached 
when you can do both. That’s what 
a Louisiana water well contractor has 
done in his Navion. He wasn’t sure it 
was practical when he started flying 
SiX years ago. 

“If it wasn’t for my flying, I 
couldn’t handle as much business as I 
d@.in as many places,” explained the 
contractor, Sam Holliday of Jonesboro, 
Louisiana. “And without my Navion 
I'd never find time for hunting and 
fishing.” 

Holliday learned to fly in 1942, 
bought a 75-hp. Luscombe as his first 
airplane. Then a fast-talker sold him » 
surplus PT-22. From that disappoint- 
ment he went to the Navion. In nine- 
teen months of Navion ownership as a 
private pilot, he has logged nearly 500 
hours, most of it in business flying 
through Louisiana and Texas. His fish- 
ing and hunting trips range from far 
Mexican waters such as Tampico and 
La Pesca to New Mexico, the Dakotas, 
Canada and Alaska. 

We were in the Holliday fishing 
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camp on Black Lake for a look at 
some of his trophies when he told the 
story of his latest Navion expedition. 
As he warmed up we stepped across a 
New Mexico bear-skin rug, hung our 
shirt on the antlers of a British Co 
lumbia moose, opened a window be- 
neath an Acapulco sailfish and reached 
for another can of cold beer. Black 
Lake bass, wallowing like hogs in the 
cypress slough outside, could wait. 
Besides, Mr. Holliday is one of our 
subscribers. One day last Spring we 
received a note from him saying he had 
read one of our articles about business 
men going places by plane. “I plan to 
leave in my Navion Sunday morning 
on a trip into the Arctic Circle and 
thought you might be interested,” his 
note said briefly, as if announcing a 
game of golf. “It is my plan to locate 
the bear by plane and then go in after 
them by dog sled.”” We were interested, 
all right, but Sunday morning we 
would be busy at the office so we 
couldn’t go along to the Arctic Circle. 

Retracing his 10,000-mile junket for 
us there amongst his trophies, Well 
Digger Holliday recalled he had never 
done so much flying on any cross- 
country as he did going after bear. With 
him on the trip was J. E. Heinisch of 
Lake Charles, Louisiana. They pur 80 
hours on the Navion and no telling 
how many on a Piper Super Cruiser 





Bigger Game by 











Why go for less when thinoct ; 
flying sportsmen just back from Alaska and Canada with reports 0 Sood 


equipped with skis, in which a friend, 
Gene Joiner, who has a bush operation, 
met them at Nome. When they had 
gone as far as the ski-plane could 
negotiate, they left it and continued by 
dog sled. Their calling places included 
Little Diomede Island, a mile or so 
from Russia’s Big Diomede Island. 

“It looks easy when you chart such 
1 trip on a map for a Navion flight— 
and it is easy in good weather,” said 
Holliday. He’s a private pilot, middle 
aged and not interested in instrument 
flying, although he has everything in 
his Navion “except a record player.” 
First day he reached Bismarck, N. D.., 
second day Edmonton, Alberta, and 
third day Fort St. John, B. C., where 
he was weathered in for three days. 
From there he left the airways, because 
the beam took out across some extra 
desolate country, and followed the 
Alcan Highway to Whitehorse and 
eventually Northway, for clearance 
through Customs. Next stop was to be 
Fairbanks, but the thaw had closed 
the airport and he was forced to fly 
South to Anchorage for a landing, 
spending two days there. The next 
night was spent in Nome, where Joiner 
met Holliday with the ski-plane, carry 
ing him and his companion far north 
to Kotzebue and even farther to Point 
Hope. 

(Continued on page 31) 
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Private Plane 


UNlnest is readily available by plane? No place is too distant for these 
0 6ood flying and impressive success 


By RALPH L. FEHRING 


‘hae is great fishing 
throughout the South but 
sport can become 
mighty thin as you work with rod, reel 


sometimes the 


and deep-running lures to search out a 
mud-loving bass. Some may like to 
work at their angling but I prefer 
action in the form of strikes and in the 
cool of the evening I like fish in the 
skillet instead of bacon and eggs. Now 
that I’ve sampled Canadian waters I'll 
never waste my time and enegry on an 
indifferent lake when the fish are 
smarter than the fishermen. 

My opportunity came when the 
Bonanza I fly for Southwest Aviation 
of Oklahoma City was 
chartered by E: R. Kelso, a merchant 
of El Reno, Oklahoma. Pointing a 
pencil at a lake on the Canadian border, 
he gave me brief instructions. “That,” 
said Mr. Kelso, “is Lac La Croix. 1 
have an appointment with a few Great 
Northern and Walleyed Pike in that 
little neck of water below the mpids. 
I want you to help me keep that ap- 


Service, Inc °9 


pointment.” 

Only 6 hours and 10 minutes, 910 
gallons of gas away by 
Bonanza was our jumping off place for 


miles and 57 


Canadian water—West’s Seaplane Base 
at Ely, Minnesota, which sent a taxi to 
the nearest airport for us after we buz 
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zed the waterfront. There were canoes 
to take us across but we could cover in 
only 20 minutes of Noorduyn seaplane 
flying what would require two days of 
boating, so we loaded into the big 
Noorduyn. Floatplanes came and 
went with a constant flow of freight 
and passengers—we counted a Seabee, 
two Wacos, a Cub and an Aeronca in 
addition to our heavily loaded Noor- 
duyn. Even with the cabin stuffed 
full, our float pilot decided he could 
carry more and proceeded to tie several 
cases of beer to the floats. He had a 
5-mile runway of clear water out front 
and the airplane made it with ease. 
After breakfast in Oklahoma, lunch 
in Duluth, a taxi ride to Ely’s seaplane 
base and a Noorduyn ferry into 
Canada, we sat down to a big dinner 
before sunset at Lac La Croix Lodge, 
right on the dot to which Sportsman 
Kelso had pointed back in the flight 
office at home. Martin Skala, owner 
and operator of this beautiful rustic 
lodge, has flying friends all over the 
country who are regular visitors to 
his resort, located far out in the lake 
country but just within the U. S. 
border. He provided Indian guides 
who came for us early next morning 
and after a big breakfast our Oklahoma 
fishing expedition took out in boats 
across the border for Canadian fishing 
licenses and soon we were snaring the 


Floatplanes at West's Seaplane Base, 
Ely, Minnesota, are shown at left being 
loaded for the ferry hop to Lac La 
Croix Lodge. Members of Author 
Fehring's party are shown below. Left 
to right are A. F. Porta, E. R. Kelso, 
Jerry Kelso, Mrs. E. R. Kelso (seated) 
and Mrs. Frances Porta. The Kelsos 
went by Bonanza, flown by Fehring, 
while Mr. and Mrs. Porta arrived in 
their Cessna 140. 




































BONANZA 


to Canada 


big ones below the rapids. Lunch was 
a fish fry with the Indians cleaning 
and cooking our morning catch on the 
heavily-woeded shore. It was a perfect 
setting. Across a little bay a deer 
sauntered down for a drink—from 
the Indians we learned of deer hunting 
thereabouts which sounded better than 
New Mexice shooting. 

Our luck was good each day for the 
week that followed and we bagged 
the limit of eight fish every time out. 
Great Northern are sporty fish—we 
carried a stick in the boat to knock 
them out after landing them. Other- 
wise they keep right on fighting even 
after you’ve taken them from the 
water. My best weighed 15 lbs. Who 
says a pilot can’t do anything but 
fly? My passengers had a great outing, 
and both Mrs. Kelso and her daughter 
were showing the Boss and others how 
to catch the big ones. 

Back at the airport in Ely, we 
hopped the Bonanza to Duluth for gas 
and weather and selected Minneapolis 
for lunch while waiting out some local 
weather. As the rains passed we climbed 
to 10,000 ft. for cooler temperatures 
and at 6 p.m. we unloaded tackle and 

(Continued on page 22) 
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Top Men on the Totem Pole 


Meet the leaders in aircraft sales. Here are their formulas and 
reasons why they're making money in a highly-specialized field 


&, George é. Haddaway 


PART | 
F THE thousands upon thousands of galleys ot 
type expended on all phases of the personal planc 
ness in the postwar era, very little has been said about 


important human element resp ynsible for the sale and 

listribution of the product— ibout the men on the firing 

vho are more resp nsible than any other one factor fo 

rw comforting measure ot stability now returning to the 
personal plane field 

You have read a lot about significant improvements in 


performance, comfort, design, safety ind inc reased utility 
The market and liosyncracies, too, have been widely 
; | 

liscussed This stor s about the salesmen -the top men 


mn the totem p le in 1948 sales volume for six leading makes 
Next month’s article will include Aeronca, 


| urplanes 
i son This month we'll cover Cessna, Ryan 


ripe ind Stins 
ind Beech. Luscombe did not respond 


Few Operators Sell Large Volume of Planes 


One amazing discovery we made while gathering material 


tor this round up Was that five factory dealers were 


esp ynsible for 46 per cent of Ryan Navion sales, six 
listributors (there was a tie for fifth place) for 43 pet 
cent of Beech Aircraft deliveries and five distributors for 
nearly 20 per cent of Cessna sales for the first six months 


ot 1948 These figures prove that the individuals and 


WHO'S WHO 


Ranked by companies according to dollar volume 
of aircraft sales during the first half of 1948, Beech, 
Cessna and Ryan leaders are listed as follows, with 
number of unit deliveries in parenthesis 


BEECH: Ist. J. D. Reed, South and North Texas and 
South Louisiana (29). 2nd. Norman Larson, California, 
Oregon, Washington and Nevada (62). 3rd. Sydney 
Nesbitt, New York City Metropolitan area, Connecti- 
cut, Rhode Island, Massachusetts, Maine, Vermont and 
New Hampshire (37). 4th. Gen. M. L. Stockton, North 
illinois (30). 5th. Tie between G. E. Penn, East Texas, 
North Louisiana and South Arkansas (27) and Jack 
Little, Southwest Texas (24). Total unit deliveries of 
eaders during period, 209 


CESSNA: Ist. Henry von Berg, Northern California 
39). 2nd. Dewey Mauk, Oklahoma (27). 3rd. E. V 
Yingling, Jr., Kansas (28). 4th. Esmond Avery, Eastern 
Nebraska and Western lowa (28). 5th. Lou Clinton, 
Colorado and Wyoming (28). Total unit deliveries of 
leaders during period, 150 


RYAN: Ist. Leslie H. Bowman, Texas plus North 
Louisiana and East New Mexico city areas (42). 2nd 
Alfred M. Bertolet, Pennsylvania, Maryland, Delaware, 
Southern New Jersey, Virginia and West Virginia 
26). 3rd. Rex Howard, North Illinois, Eastern lowa, 
Southern Wisconsin, Northwest Indiana (22). 4th 
Harry White, Northern California (19) 5th. James 
P. Hobstetter, Ohio, Kentucky and Eastern Indiana 

18). Total unit deliveries of leaders during period 


127 
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organizations who understand the market and who are 
trying hard enough to sell airplanes are successfully making 
good money in the business. They are willing to work. 
Territory is a secondary matter because 1948's successful 
uirplane salesmen hail from all over the nation. 

What other qualities do the successful airplane sales 
outlets of 1948 have in common? Most of them are old- 
timers. It wasn’t long ago that hotshots from other lines 
of endeavor, new in the aviation picture, loudly condemned 
the old fixed-bas« operators as the people who were holding 
this business back. Quick to criticize everybody else in 
iviation, these flash-in-the-pan experts skimmed off some 
of the cream in the 35,000-airplane year of 1946. But we 
haven't heard from them since. They’ve probably gone back 
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' to the washing machine business. The oldtimers are still Honesty and Service for Customers 
1round, men like Dewey Mauk of Oklahoma, Syd Nesbitt of 
the eastern seaboard, Norm Larson and Art Whittaker out 
West, Les Bowman, J. D. Reed and Elmo Penn of Texas, 
| Esmond Avery of Nebraska—just to mention a few. 
Another similarity is the successful salesman’s intimate 
knowledge of his market, i. e. where his best prospects are, 
how to fit an airplane into the prospect’s business. This keen 
penetration of the iron curtain surrounding brand-new 
prospects for personal aircraft means the elimination of lost 
motion working on companies or individuals who have no 
use for the product. It costs a lot of money to sell an 
uirplane. The successful salesman must be sure of a bona 
fide prospect before making the first contact. His margin 


Finally, to those of us who are prone to compare the 
present with the past, there’s one quality in most of the 
1948 salesmen that shines forth like a bright beacon. They 
recognize the importance of service after the sale. This 
feeling of responsibility generally shows up even before the 
sale is consummated. The owner is told frankly and factually 
about the costs of operation, how to get the most out of his 
equipment, the maintenance required and any idiosyncracies 
of the product are explained. Such an intelligent approach 
is reducing the number of deluded owners who buy an air- 
plane with their eyes shut and in a couple of months give 
up the ghost. Then too, with seventy per cent of air- 
plane sales (depending on the kind of airplane) going to 
people who already own airplanes or have owned them pre 
viously, the importance of service after the sale for repeat 
business is quite obvious. A Navion factory dealer, Harry 
White of California, tell us he spent $15,000 over and above 
the North American recoverable warranties for free service 


of profit is too slim to spin his wheels. 

Most of the top airplane sales organizations may not 
realize it but all of them reveal one impressive trait that 
helps to sell any item, including airplanes. They all believe 
from the bottom of their hearts that theirs is the finest 





merchandise money can buy. It’s a religion with them. 


Even so, the men who are making most money from aircraft and adjustment work the first year the Navion was on the 


sales and service today are not running down the other market. It was the best investment he ever made. As a 


fellow’s uirplane. Although that method of selling is stall 
1 hangover trom prewar days, you won’t find it being used amount of free service work White is called upon to do is 


result of these warranties and of Ryan’s service policies, the 


by the folks who are delivering most of the aircraft. so small they are asking and seeking opportunities to extend 
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NEXT MONTH 


In the forthcoming October issue we will 
present fifteen additional leading aircraft 

sales executives—those who took honors 

the first six months in the Aeronca, Piper | 
and Stinson organizations. 
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free service work to eliminate completely any chance of a 
dissatisfied customer 

There are other qualities and practices these men have in 
common. All of them concentrate on aircraft sales; they 
ivoid dependence on such insecure business as GI flight 
training. But let them tell in their own words just what 
they believe to be reasons for successful merchandising of 
uirplanes and about their formulas which have made money 
ina field ot endeavor generally considered to be extremely 
hazardous from a financial standpoint. 


Leaders Give Their Formulas 


Dewey Mauk, veteran Oklahoma operator, who has been 
consistently one of Cessna’s top outlets, likes to call 
successful urp! ine salesmen “Knights of the I lying Satchel.” 
lo qualify he says there are some simple rules to follow: 

|. Like the old recipe for rabbit stew, first catch your 
rabbit—first locate the prospect. Find out if he is able to 
»wn and operate an airplane. Don’t waste time on a prospect 
who couldn’t even buy a propeller. 

2. Take the prospect places after you study his business, 
hobbies and habits. Make demonstration trips at his 
convenience, not yours. If he likes to fish or hunt prove 
to him that the finest fishing and hunting in the world (if 
he lives in Oklahoma) is only about four hours away. Fly 
him to (¢ anada, to ¢ olorado or the Gulf Coast so he can 
eat breakfast at home and dinner at his favorite fishin’ hole. 

3. After locating the prospect and demonstrating your 
product, the three commandments of closing a sale are first, 
call on the prospect; second, call on the prospect; and third, 
call on the prospect. 

“If you follow these simple rules,” Dewey writes, “work 
twelve to sixteen hours per day, sleep in anything from a 
Turkish bath to a suite at the Restless Oven, eat anything 
from a ¢ indy bar toa defrosted hamburger, stay away from 
home four to tive nights a week, and when you do get home, 
work until the wee small hours getting your desk dug out 
trom under the accumulated correspondence, then you 
can become a member of that exclusive club, ‘The Knights 
of the Flying Satchel’ and develop your own particular 
brand of stomach ulcer.” 

Mauk believes we haven’t scratched the surface on sales, 
that the harvest is really ready but the salesmen are few. 
Never before in the history of aviation have there been so 


many individuals and companies who plan to buy airplanes. 





Plane Sales Highlights 


@ Top salesmen in personal aircraft sales 
and service are (1) aviation business men with 
long experience, (2) pilots and (3) have sold 
many makes of airplanes. 

@ Five Ryan factory dealers sold 46% of 
all Navions during the first half of 1948. 

€| Territory is secondary to individual sales 
effort because leading salesmen hail from all 
parts of U. S. 

@ Seventy per cent of new-plane sales are 
to buyers who have previously owned air- 
planes. 

@ Leading salesmen concentrate on sales 
and service alone, avoiding sideline activities 
such as Gl flight training. 

@ Most new-plane sales are the result of 
thorough analysis of the prospect's needs and 
cross-country travel demonstrations. 

@ Service after the sale is as important 
as the original sales effort. 
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“But,” says Dewey, “You can’t sit on your lazy fanny, 
drink joy juice, date the blondes and wait for the GI 
program to come back and sell very many airplanes. A 
195 Cessna with all of the gadgets costs about $16,000. If 
your customer can write a check for that amount he is not 
only a smart business man but he’s not going to buy an 
airplane from you just because you bought him a drink of 
joy juice or got him a date with your favorite blonde.” Most 
of Mauk’s sales are to farmers and ranchers. A large per- 
centage of them are sold to people who already have a plane. 

Out in California, Heriry von Berg of Pathfinder Flying 
Service is selling most of his Cessnas to business and 
professional men with about 50 per cent of deliveries to 
brand-new owners. Recognizing that selling airplanes is no 
easy task, von Berg believes only those aircraft manu- 
facturers with strong, well-coordinated distributor and 
dealer organizations will remain in business because even 
with better engineered airplanes than ever before, intelligent 
and persistent sales effort is the key to developing the 
market. 

Another top Cessna distributor organization is right at 
the factory’s front door—Yingling Aircraft, Inc., of 
Wichita. General Manager A. K. Wilson reports that sales 
for the first six months have been primarily to business men 
who realize the time and money saving advantages of air 
transportation. Most of his customers have previously 
owned airplanes and many have graduated from two-place 
to the larger, roomier and more luxurious four-five place 
190-195 Cessna series. “The best results,” says Wilson, 
“have been realized by giving the business man a true, 
honest picture of what an airplane can do for him, showing 
all the advantages along with any particular disadvantages 
or limitations. Misrepresentation has done much to dampen 
the ardor of the best prospects.” 

Aerosales of Omaha is another top Cessna distributor. 
Aerosales attribute some of their success to the territory in 
which they sell airplanes. Esmond Avery reports that his 
section of the country has the money and the need for 
airplanes. “If you see enough people who are logical 
prospects,” he writes, “and give them what they want, they 
can be induced into buying airplanes.” Avery believes in 
a key dealer policy that gives the dealer a rich territory and 
the incentive to make some money. He feels that the 
distributor will remain in the picture until flying reaches 
a far higher level than it is at present. 


Selling Based on Prospects’ Requirements 


Successful Ryan Navion distributors also recognize the 
importance of strong dealer organizations. Alfred M. 
Bertolet, president of Aviation Consultants, Reading, 
Pennsylvania, believes the fixed-base operator and airp!ane 
dealer is important because he usually is the one who first 
exposes the prospect to private aviation. He says he has 
eliminated the word “volume” from his vocabulary because 
his prospects fall into two categories, (1) prosperous 
business firms and (2) wealthy people who enjoy flying. 
During the first six months of this year 53 per cent of his 
sales were to business firms, 33 per cent to private pilots or 
other individuals flying for pleasure and 14 per cent to 
airport operators. 

James P. Hobstetter, president of Southern Ohio Aviation 
Company on the Dayton Municipal Airport, along with 
two other Navion distributors, Harry White of California 
and Rex Howard of Illinois, stresses the importance of 
maintenance and service after the sale, especially where the 
first-time owner is concerned. Before the man or firm 
becomes a prospect, Hobstetter finds out if an airplane fits 
profitably into the picture. If not, he’s the first to say 
so. After the sale, follow-up begins. The owner has to be 
shown how to use his plane to best advantage. If he doesn’t 

(Continued on page 22) 
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Johnson Bullet experimental, to which auxiliary jet device is yet to be attached, has completely closed engine cowling except for nose 

grills. It is all-metal and flush-riveted. Design gross weight is 2,300 Ibs., with a 1,000-lb. useful load. Span, 28 ft.; length, 23.5 #t.; 

height, 5.12 ft.; tread, 117.5 in.; power loading, 12.43 Ibs. per hp.; wing loading, 18.4 Ibs. per sq. ft. Designer's claims include cruising 
speed, 185 mph.; cruising speed with jet assist at 10,000 ft., 200 mph.; landing speed with flaps, 54 mph. 


(Johnson Aircraft Photos.) 


Experimental 4-Place with Auxiliary Jet 


aviation’s first auxiliary jet power plant for 
personal airplanes, is nearing flight-test stage in the Tyler, 
Texas, shop of R. S. (Pop) Johnson, long-time designer 
whose latest airplane was the Johnson Rocket, which fol- 
lowed earlier work on the Culver Cadet and Globe Swift. 
His newest, called the Bullet, is an all-metal, completely 
flush-riveted, 4-place with retractable gear, powered by a 


A‘ interesting experiment with speed, featuring 


185-hp. Continental engine. 

Numerous Johnson innovations in the Bullet include an 
ingenious ram air-exhaust-kerosene-fired combustion cham 
ber to be installed beneath the belly, just behind the engine 
cowling, as an auxiliary power plant. The device hasn't 
been flown but experiments on a test-stand using propeller 
blast have indicated, Johnson declared, auxiliary thrust 
equivalent to about 55 hp. at 10,000 ft. and 185-mph. air 
speed. “It is expected to boost the Bullet’s cruising speed to 
200 mph.,” said Johnson. Using a venturi section (see 
sketch at right), it serves to muffle the exhaust and emits 
a swishing sound punctuated by popping. The idea behind 
the device slightly follows auxiliary thrust as developed by 
exhaust-thrust tubes used on the Convair 240, which take 
in ram air, and as attained through exhaust re-ignition in 
“after burners” now used in some military jets, including 
the Navy’s Chance Vought Pirate. 

(Continued on page 24) 


Hydraulic landing gear has spring-steel forks to absorb side 

loads. Thin wing houses cell-type fuel tanks of rubberized silk 

construction and 60-gal. capacity. Control columns extend from 
side of cockpit, leaving floor and panel clear. 
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Johnson auxiliary jet device utilizes venturi principle, having a 
9-in. mouth, 3.5-in. throat and 3-in. jet exhaust opening. Of stain- 
less steel and having 3-in. fibreglass insulation, it is 30 in. long. 
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Failure of a hydralic landing gear device caused no concern to Test Pilots Vern Carstens and Don Walters in the Beech Twin-Quad, 


which has built-in keels for belly landings. They put it in on soft turf without damage. 


(Beech Photo.) 


Intentional Belly Landings 


BILITY to withstand 

A wheels up emergency land 

ings without damage to belly structure 
or propellers was proved last month by 
Beech Aircraft radical 


¢ xperimental transport, the four-engine 


Corporation's 


two-propeller Twin-Quad, in an actual 
belly landing on the factory airport in 
Wichita, Kansas. Built-in skids are a 
design feature of the plane. 
Experimental Test Pilot Don Walters 
ind Vern Carstens, Beech chief pilot 
riding as co pilos with W ilters, put the 
T'win-Quad in on rain-soaked turf 
adjacent to the Beech strip, sliding 615 
ft. toa stop 
Beech Vice Presi 
“We think 


[T'win-Quad to land 


Commenting later, 
dent John P. 
! 


the ability of the 


Gaty said: 


on its belly without significant damage 
is a tremendous safety factor because 
it will permit a pilot involved in dif 
it all to select 


ficulties for any reason 


uny small field as a place for an 
emergency landing.” 

To lift the 
belly, the only equipment required was 
bottle. The 


lowered to rest on the 


['win-Quad from its 


some shovels and one alr 
wheels were 
ground and the shock struts deflated. 
Shallow trenches were dug to allow the 
wheel struts to assume a vertical posi- 
tion and the gear was locked “down.” 
Then the air bottle was used to inflate 
the struts 10 inches, after which the 
airplane was taxied out of the trenches 
under its own power. 

Beech’s V-tail, 20-passenger Twin- 
Quad had flown more than 80 hours at 
the time of the belly landing. Its four 
special 8-cylinder Lycoming SO-580 
flat engines, completely buried within 
the wing and geared in pairs to two 
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Hamilton-Standard  quick-feathering 


propellers, develop 375 hp. each for 
take-off and 320 hp. each for con 
tinuous operation. The Twin-Quad has 


a 13,000-lb. empty weight and a gross 


* 





of 19,500 Ibs. First test-flight was 
made one year ago on Oct. 1, 1947.Gaty 
believes the Twin-Quad will also land 
safely in water if necessitated by an 


emergency. * *® ® 





Keel marks in 615-ft. skid (upper left) show directional control. Undamaged keels and 

belly are pictured at upper right. Bottom left shows prop clearance. Shallow trench at 

right was dug to allow deflated strut to be locked down, after which 10-in. inflation 
allowed pilots to taxi away. Gross weight at the time was 17,500 Ibs. 
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DEPENDABLE SERVICE 


Oe Jlyers 


It is not enough to own and fly the finest airplanes such as the 
Beechcraft Executive Transport or Bonanza . . . such equipment 
deserves expert maintenance and service to assure economical and 
dependable operation. 








At J. D. Reed's we pride ourselves for having gained the reputa- 
tion of providing the “South's Finest Aircraft Service.” 


















Here you will find a staff of skilled, factory trained and licensed 
mechanics ready to give your plane prompt and efficient service 
including periodic inspection of engines, propellers and instruments. 
Also, Reed's technicians are qualified to check, test, adjust, repair 
or install your radio equipment. 






Call our nearest office and we will be 
glad to demonstrate what we mean by 
Dependable Service.’ 
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@ee@eCARCRA 
DISTRIBUTOR 
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More Lift 
for Migher 
Standards 


Ever watch a Bonanza’s landing gear retract? It happens 
n a twinkling—wheels disappear behind tight-fitting doors 
which seal all openings, leaving nothing exposed to sacri- 
fice speed and performance. Like the V tail, the Bonanza 
gear is completely new, completely different—one more 
engineering victory for progress through higher standards 
of mechanical performance 

When Beechcraft engineers perfected the Bonanza’s 
remarkable landing gear, they developed a companion 
piece to insure more utility for performance in the air. 
it is the special jack pictured above. With it the Beech- 
craft Sales and Approved Service Stations listed on this 
page can quickly and without guesswork lift your Bonanza 
off its wheels to perform positive check operations of its 
landing gear 

These Beechcraft Sales and Approved Service Stations 
work hand-in-hand with factory engineers who developed 
your Bonanza, because better airplanes impose new 
demands for skill and equipment. Their factory-trained 
mechanics have the know-how and the specialized tools 
to maintain your Bonanza’s mechanical perfection at all 
times. Use these resources to obtain best results with your 
Bonanza. For your nearest Beechcraft Sales and Approved 
Service Stations, at home or in your travels, consult the 


accompanying list 


\ , 
Y S “cectec 2. 


SERVICE STATIONS 
































- SOUTHWEST AVIATION SERVICE, INC. - 


Hangar 2, Municipal Airport 





OKLAHOMA CITY, OKLA. 





- TULSAIR DISTRIBUTORS, INC. - 
Hangar 5, Municipal Airport 


TULSA, OKLAHOMA 


















* * * BUTLER COMPANY : - - 
Airplane Sales Division 

223 W. Monroe St. CHICAGO, ILL. 

Drew Field TAMPA, FLORIDA 








* * HARTE FLYING SERVICE: - 
WICHITA, KANSAS 


Municipal Airport 




















Gregg County Airport LONGVIEW, TEXAS 
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“‘Does Bonanza travel pay? 


I tajoles- my Cusinesg-/" 


. ++ reports meee, Yarnall Richie, industrial photographer 


“In my 4- yuec e Bonanza the other day, my assistants and 


I flew the : 250 miles from Tulsa to Madill in 11% hours. A ' 
Between 2 p.m. and sunset | completed a big oil refinery * 






photographing job. Next morning we loaded my 500 
pounds of equipment and hopped to | songview, 225 miles 
away. for an equally big job there. 





“The net result was completion of two jobs in two days, 

plus several contacts for future business. Gas and oil cost 
$12.85. Two comfortable, restful hour-and-a-half flights 
instead of two days of hard driving on the road. Many 

of my clients are off regularly scheduled routes, and 

public transportation would not serve us. 


“T know of a manufacturer in Los Angeles. a doctor in New 
York, and an engineer in Texas who, with their Bonanzas, 
have tripled the area they can see to personally—and at great 
personal profit. The Bonanza certainly is a revolutionary 
new kind of business machine.” 


Top speed, 184 mph 
Cruising speed, 172 mph 
Range, 750 miles 


BEECHCRAFT 


@ A note on your company letterhead will bring an 
informative brochure on “The Air Fleet of American 


Business.” Write today to Beech Aircraft Corporation, 
Wichita, Kansas, U.S.A. 


BEECHCRAFTS ARE THE AIR FLEET OF AMERICAN BUSINESS moos & 
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BONANZA TO CANADA 


. 


(Continued from page 13) 
fish at El Reno Airport, returning the 


fatigue and the biggest game. Two 
weeks earlier Mr. Kelso had chartered 
my Bonanza for a three-day fishing 


come out ahead in the long run. You 
can duplicate our trip to Canadian 
waters any time. For reservations 








far-flying Kelso family to their home 
for dinner—we had come all the way 
from Lac La Croix Lodge to Oklahoma, 
with time out for floatplane ferry. 
taxi, fueling, lunch and weather. Right 
then and there it was unanimously 
agreed that “fly-in” 


of fered more pleasure, less travel 


TOP MEN ON THE TOTEM POLE 


(Continued from page 16) 


come in for the fifty or hundred-hour check it’s an 
indication he isn’t getting a profitable number of hours on 
his airplane. That means checking up and trying to show 
him how to get more use out of his ship. 

“But more important,” says Hobstetter, “is the mainte- 
nance and service angle. We have to explain from the very 
first how to register his airplane, where to get insurance, 
about periodic checks, that he has to have an annual 
relicense, what his operations limitations manual is used for, 
why he must keep his log books up-to-date. We give him 
all the hints and tips on flying the Navion carefully in 
order to prevent costly maintenance. If we don’t follow 
up with this information continuously, the owner will be 
in our shop or someone else’s shop five times a week with 
his check book asking that big question, ‘Why?’ 
late to tell him then. Our best medium for follow-up is a 


It is too 


monthly newsletter and personal contact.” 

To this kind of service and follow-up, Rex Howard ove 
at Peoria adds the importance of pleasant surroundings at 
the airport and courteous service on the part of all employes 
which factors increase the new ow ner’s pride ot ow nership 
ind help convince his friends and business associates that 
personal and business flying is “the thing to do.” Pre 
sale analysis of the company’s or individual's transportation 
requirements is most important. After the right analysis 
is made and a cross-country demonstration completed, 
selling the Navion isn’t difficult. 

While Hobstetter sold 95 per cent of his 1948 quota to 
small businesses, Harry White of Palo Alto, California, has 
a more varied Navion market which includes contractors, 
highway engineers, large canneries, wineries, manufacturers, 
jobbers, ete. White also oes ill-out for the satisfied 
customer as reported above. He stresses the point that 
personal flying is the only form of transportation that has 
not increased considerably over prewar costs and that the 
present Ryan Navion is actually costing only 5,000 pre 
war dollars. ‘““When you are in a position to make money 
for a man or company it is not difficult to develop the 
need, create preference and close the sale. Not only that, 
but it becomes chain reactionary—there is no substitute for 
1 satisfied customer. We do our best to capitalize on air 
plane owners who are in trouble. In most cases the invest 
ment is high but the average dividend is most satisfactory.” 

Syd Nesbitt, president of Atlantic Aviation, reports the 
bulk of their Beechcraft sales were to corporations, with 
ubout 20 per cent to firms and individuals who have never 
owned an airplane. Nesbitt also agrees on the necessity of 
getting organized before the sale. “This means going at the 
job according to the book,” he writes, “including advertis 
ing, direct mail promotions, magazines, roadside billboards, 
gadgets such as our copyrighted frequency cards and time 
calculators, and pilots who are trained in the art of selling.” 

He does not believe that the general manager of any sales 
outfit should do the flying. In some cases that is not 
economically feasible, but in most cases it is and someonc 
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trip to Eagle Nest, New Mexico. A 
month later we were to fly, with Mrs. 
Kelso along, to Laramie, Wyoming, for 
some mountain trout fishing. 

If you’re tired of the same old spots 
and want the best there is in fishing 
vacation spots and hunting, go by 
You'll save time, land the big ones and 


contact Martin Skala, Jr., Lac La 
Croix Lodge, Ely, Minnesota. His 
rates are $8.50 per day per person 
(American plan) for room with bath 
ind meals, $3 daily for boats, $4 daily 
for motors and $10 daily for guides. 
And if I’m not busy on a charter trip 


private plane. 
in the Bonanza, I might go with you. 


should be on the ground at all times to see that the 
organization is operating efficiently. Deals are seldom closed 
in the air but after the prospect has received a demonstration 
by a well trained pilot-salesman the stage is all set in the 
general manager’s of fice to wind up the deal. 

Two more oldtimers out peddling Beechcrafts and making 
money at it are Ivar Akselsen and Norman Larson, Pacific 
Aircraft Sales Company, with offices in Oakland, and 
Burbank, California, and at Seattle, Washington. Larson 
reports that 74 per cent of their sales have been for pure 
business use, the balance for private use or pleasure. About 
23 per cent of 1948 sales have been to new owners with 77 
per cent having owned one or more airplanes previously. 
His company has always leased out or contracted everything 
in the nature of flight schools, charter or any other 
operations which might interfere with developing airplane 
sales. Parts and service departments are the definitc 
responsibility of others in the organization so the owners 
can concentrate on selling. Larson also emphasizes the basic 
importance of analyzing a prospect’s need for airplanes and 
the importance of repeat business. “We sometimes undergo 
considerable expense and devote much time to the first 
sales with the knowledge that repeat business will make it 
up to us later,”’ Larson states. 


Most Buyers Already Own Planes 


With 80 per cent of 1948 sales going to firms and 
individuals who have owned airplanes before, the Butler 
Company of Chicago finds professional men and corpora- 
tions at the top of the list with engineers heading the 
professional classification. “It has been our experience,” 
writes Vice President M. L. Stockton, “that many owners 
of single-engine airplanes are also prospects for twin-engine 
aircraft and that many owners of twin-engine Beechcrafts 
are potential purchasers of Bonanzas.”. The Butler Company 
is also capitalizing on service to the plane owner. New 
quarters at the Chicago Municipal Airport include an 
executive lounge, pilot lounge, private offices with desks 
ind telephones for executives, either transients or customers 
based with the company. The company meets all planes 
with a station wagon and handles all the baggage. Service 
ittendants clean out the airplane whether or not the owner 
purchases gas or desires other service. 

Sixteen per cent of Beechcraft sales from January 1 to 
July 31 were made by three distributors based in Texas: the 
J. D. Reed Company, top Beech distributor in dollar volume 
($875,000), Elmo Penn ($405,000) and Longhorn Aircraft 
Corporation ($405,000). The average volume for the top 
six Beech distributors for the period was over a half-million 
dollars each. 

One of the Texas distributors, Jack Little of Longhorn 
Aircraft, Corpus Christi and San Antonio, reports that oil 
operators and oil companies dominate his sales list. Next 
on the list are cattle buyers, and then fruit and vegetable 
growers in deep South Texas, sheep and mohair men of 
Southwest Texas. 

( Next month: Top Men On The Totem Pole for Aeronca, 
Piper and Stinson). 
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Flyings Fun in Texas 


Texas is a flyers’ paradise. There's plenty of room 
to fly, plenty of places to go and plenty of good flying 
weather. Wherever you fly, from East Texas’ piney 
woods to West Texas’ rolling hills, you'll find plenty 
of Humble-Esso outlets along the way. The Humble- 
Esso wings are your promise of modern facilities, top- 
notch service and aviation products that are first mith 


flyers in Texas. 


HUMBLE-ESSO AVIATION PRODUCTS 





DEALER TOWN DEALER TOWN DEALER TOWN 
City of Abilene Abilene A. C. Flying Service Galveston Gorman Fox Raymondville 
Lone Star Flying Service Albany Lynch-Parrish Aircraft Worsham Flying Service Refugio 
lynn & Honer Alice Service, Inc Galveston R. J. Cardwell Flight 
Joe B. Ray, Jr Alvin Luscombe Airplane Academy a 
Sky Harbor Aero Anohvac Corporation Garland (Dallas lane Alrpork Recenbers 
Texas Coast Flying Service Angleton Garwood Aviation Garwood Saninee Aimee. Goal Fe Worth 
F. R. Haile Flying Service Austin Emmett Fiving Service Genoa “ pe ee sn pte _ 
Reed's Air Service No. 2 Belton Tri-Cities Airport Goose Creek pS I nh - a. Seen 

Angelo Aero Service Big Lake Graham Aviation Service Graham Air Vermingt Sorvise San Antonic 
Jefferson County Beaumont Greenville Majors Aviation Greenville Monroe- Witt Flying 
Hamilton Flying Service Big Spring Brink's Aero Service Harlingen Service San Antonio 
Breckenridge Flying Rogers Air Service Hearne Davis Airport San Antonio 

Service Breckenridge Byrn’s Sky Ranch Hillsboro Leon Valley Airport San Antonio 
Frontier Airmotive Co Sky Travel, Ine. Houston Silver Dollar Flying Service Seguin 

ine Brownsville Cliff Hyde Flying Service Houston Smithville Flyi ail at 
City of Brownwood Brownwood lraan Airport Iraan a Se Smithwite 
White Flying Service Coleman Jacksonville Flying Service, Jacksonville Jones Park (B. J. Jones) Stowell 
Easterwood Field College Station Kermit Aero Service Kermit (Winnie 
City of Corpus Christi Corpus Christi Kerrville Flying Service Kerrville W. J. Worsham Toft 
Glasson Flying Service Corpus Christi Moyer Flying Service Killeen Tegge Flying School Taylor 
Montgomery County Conroe Frank Hogg Airport Lameso Goge Field T 
Crane County Crane Liberty Air Activity Liberty 9 sagve 
Bahnman Aviation Company Crockett Lufkin Flying Service Lufkin Reed's Air Service Temple 
Southwest Airmotive Dallas J. F. McCreery Aviation Co. McAllen Mathew Wallace Terrell 
Glen Lakes Aviation Ralph Stephens Marlin Gulf Coast Airport Texas City 

Company Dallas McCreery Aviation Company, Mercedes —lelarque 
Texair, Inc Dallas Mexia Flying Service, Ine. Mexia City of Tyler Tyler 
North Texas Aviation Midland Commercial Airport Midland Caster stam Gascten, VelosasSinenert 

Company Denton Wisener Bros. Mineola Zim-Tim Sky Ranch Mienoad 
Denver City Municipal Denver City Hopson-Putz Air Service Mission hee —— 
Hall Flying Service Eagle Pass Servair, Inc. Mission Jack V. Newland Waco 
Hefner Flying Service El Campo City of Monahans Monahans David Setter Weslaco 
Falcon Aviation School Falfurrias E. T. Crawford Flying Wharton Flying Service Wharton 
Gibbs Field Fort Stockton Service Nacogdoches Stoddard Aero Service Wink 
Aero Enterprises Fort Worth B & F Flying Service New Braunfels Winters Flying Service Winters 
Freer Flying Service Freer Mayhew Aerial Service Olney G & R Flying 

Brownair, Inc. Orange Service Hobbs, New Mexico 
R. L. Tanner Port Lavaca 


*Deaters do not honor credit cards 


HUMBLE OIL & REFINING CO. 
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EXPERIMENTAL 4-PLACE 
(Continued from page 17) 

Other Bullet innovations include 
oversize high-lift flaps which are 
track-mounted and operated hydrau- 
lically, spring-steel landing gear forks 
which flex to absorb side loads, re- 
tracting tail wheel, wrapped-skin 
fuselage structure almost completely 
utilizing flat sheets, and cockpit trim 
controls for aileron and rudder as well 
as elevator. Johnson has made dies 
and jigs as work progressed on the 
prototype and believes the Bullet can 
be commercially built with only 520 


man-hours per airplane. *® * * 


AIR REPORT 
(Continued from page 5) 
whether they'll accept it as a gift. 
Eventually a fine museum will be 
built in Washington to house the 
greatest collection of full-size air- 
planes in the world. Meanwhile the 
old Douglas plant will have to serve 
as a temporary repository. The pres- 
ent Smithsonian Institution air mu- 
seum in Washington will be combined 
with the newly organized National 
Air Museum which was created by 
Congress in 1946. Right now it looks 
as though Allied and captured enemy 
aircraft and equipment of World Wa) 
11 will outnumber all other types of 
planes, engines and _ paraphernalia 
housed in the surplus aircraft factory. 


Hopeful Experimentals 
Two new all-metal, low-wing 4-place 
personal plane designs are in or near- 
ing promotional stages. One is R. 


S. (Pop) Johnson’s 185-hp. Bullet, 


oon to be test-flown in Tyler, Texas. 
The other is Max B. Harlow’s 220-hp. 
H-10 which made its first flight 
recently at Santa Monica, Calif. Both 
Johnson and Harlow are well-known, 
the former for his work on the pre- 
war Culver and the posiwar Swift 
and Rocket and the latter for his pre- 
war Harlow. Details, including first 
photos of the Johnson 4-place, first 
lightplane experiment with auxiliary 
ram-jet or after-burner-jet powe! 
assist, are published on page 17 of 
this issue. Harlow’s airplane was an- 
nounced by a new concern he heads, 
Atlas Aircraft Co. of Hemet, Calif., 
as follows: Cruising speed, 150 mph.; 
normal cruising range, 802 miles; 
stalling speed, 55 mph.; gross weight, 
3,200 lbs.; empty weight, 2,082 Ilbs.; 
wing span, 35 ft. 9 in.; wing area, 185 
sq. ft.; length, 28.5 ft.; height 98 in.; 
power plant, 220-hp. “Atlas” to be 
manufactured for the company. Both 
designers claim greatly - simplified 
construction as an approach to low 
prices, with Harlow claiming a $2,995 
price which few observers believe pos 
sible in view of recent unfortunate 
experiments with low-cost volume 

production attempts in which millions 


were lost. 
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We announce the opening of a complete aircraft radic sales and service 
organization ot Meacham Field, Fort Worth, Texas, the Aircraft Sales Co. 


hangor. 


SPECIALIZING IN: VHF transmitters 


Landing Systems, Automatic Direction Finders, Radio Altimeters, Marker 


Beacon Receivers 


SALES OF: Lear, Hallicrafters, Narco, and Fox radio products 


CUSTOM ENGINEERED installations with centralized contro! grouping for smal! 


or large installations 


A COMPLETE RADIO SERVICE BY 


PILOTS FOR PILOTS 


COME IN AND SEE US 


MEACHAM FIELD, 


B.A BUDDY'' SUSAN 





and tunable VHF receivers, Instrument 


‘Tor7T Wor (FAD10. 


IN THE AIRCRAFT SALES CO. HANGAR 


£ 


FT. WORTH, TEXAS 
— E. D. ‘ERNIE’ GAW 











Don’t Jam VHF Party Lines! 


The Radio Technical Commission 
for Aeronautics recently recommended 
against cutting the power output of 
radio equipment in personal aircraft 
although much VHF transmitting 
equipment is too powerful. Instead, 
the Commission points out that large 
increases in power provide negligible 
improvement in VHF aircraft com- 
munication and summarizes the situa- 
tion as follows: 

1. Remember that the air-ground- 
air radio channels are “party lines” 
and are not for anyone’s exclusive use. 
Extend the same courtesy to the other 
fellow that you expect him to extend 
to you. Remember that a low-powered 
transmitter at close range can quite 
effectively “jam” communication of a 
much higher power transmitter at a 
greater range and that a high power 
transmitter aboard your aircraft does 
not guarantee good communication. 

2. Do not attempt communication 
with a ground station unless you are 
within “line-of-sight.” This means at 
least 1,000 feet of altitude to com- 
municate with a station 39 miles 
distant. 

3. Remember that your communica 
tion range increases with altitude, and 
attempts to communicate with a 
ground station in the immediate vicin 
ity from an altitude of 3,000 feet may 
cause interference to communication 
of othér stations as much as 70 miles 
away. 

4. Don’t be misled by “power.” Re- 
member that a change in power from 
1 to 20 watts only gives a change in 
relative signal of about 4.5 to 1. Since 
this difference is far less than other 
variables which also affect your VHF 
communication, the advantage of the 
apparent increase is exceedingly 
minor and may not be worth the re- 
sultant increase in weight, space and 
cost, not only of the transmitter itself 
but of the requirement for primary 
power in the aircraft. 


What’s New 


The Lindberg Instrument Company 
of Berkeley, California, has developed 
for lightplanes a small, lightweight 
electric carburetor ice detector which 
flashes a neon light on the instrument 
panel when ice forms. Weighing less 
than 12 ounces complete, the gadget 
utilizes capacitive action from ignition 
harness which is fed to a radio-fre- 
quency transformer using VHF cur- 
rent. This energy is coupled to a 
balanced bridge circuit containing two 
condensers, one of which is a neu- 
tralizing condenser, the other the ice 
pickup probe. When ice forms on the 
pickup probe the circuit is unbalanced 
and the indicator flashes a warning. 

Improvements in propellers for 
lightplanes were announced last month 
by The G. B. Lewis Company and the 
Flottorp Manufacturing Company, two 
well-known propeller firms. Lewis 
has adapted a new method of propeller 
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construction and a new propeller de- 
sign for Piper PA-12 and PA-15 air- 
planes, which feature laminations of 
selected and specially seasoned wood 
plus resorcinol resin binding, a new 
type of impregnating varnish, dull 
black thrust faces to eliminate glare 
and stainless steel tipping. 


Aeronca Prices Reduced 


Aeronca Aircraft Corporation has 
reduced the 4-place, 145-hp. Aeronca 
Sedan price $400 to $4,395, the Super 
Chief price $170 to $2.585 and the &5- 
hp. Champion price $170 to $2,495 


Personal Notes 


The first executive secretary of the 
newly formed Airport Operators 
Council is Cyril C. Thompson, well 
known air transport executive, who 
will handle administrative matters for 
the Council with headquarters in 
Washington. . . R. W. F. (Bob) 
Schmidt has resigned as_ superin- 
tendent of airports for CAA in 
its Sixth Region to accept manager- 
ship of the Tucson, Arizona, Mu- 
nicipal Airport Ed C. Nilson 
former Ft. Worth, Texas director 
of aviation, who recently estab 
lished his own aviation values and re- 
search organization, assumed duties 
September 1 as executive assistant for 
airports to A. B. Curry, director of 
the Miami, Florida, Port Authority. 

Temporary officers of Alabama 
Flying Farmers Association are 
W. A. Womack, Ashford; L. H. 
Smith, Ambrosen, 


LaFayette; Ed 





Airmen’s Calendar 


Sept. 17-19— 14th Air Force As 
sociation Annual Convention, Biltmore 
Hotel, Dayton, Ohio 

Sept 18 Air Force Day, with 
world wide observance 

Sept. 24-26 Air Force Association 
Convention, Hotel Commodore, New 
York 

Oct. 6-8 Annual Meeting, National 
Association of State Aviation Officials, 
Copley Plaza Hotel, Boston 


Oct 17-21 National Aviation 
Clinic, Detroit 

Oct. 22-23 4th Annual Arizona 
Aviation Conference, Prescott 

Oct 25-26 ird Annual Indiana 


Aviation Conference 











Montgomery; and Robert Pitts, Au- 
burn. . . . Friends and associates of 
Mac Short, engineering vice president 
of Lockheed and pioneer airman and 
designer of many famous airplanes, 
were saddened with news of his un- 
timely death last month following a 
heart attack at Burbank. Devon 
Francis, one of the founders of the 
Aviation Writers Association and avia- 
tion editor of “Popular Science,” is 
the author of an excellent book just 
published by Duell, Sloan and Pearce, 
entitled “Flak Bait.” It’s the wartime 
story of the Martin B-26 Marauder. 

Harry B. Combs and Lewis A. 
Hayden, Mountain States Aviation, 
Inc., of Denver, have been appointed 
Navion distributors for Colorado and 
Southern Wyoming. ... New manager 
of the New Orleans Airport is John 
J. Matassa. 





WANT TO GET ACQUAINTED WITH PEOPLE WHO FLY? L. R. Lane of Glen Rose, 

Texas, says it's easy to do after feeding more than 500 people who arrived at his ranch 

in some 200 private planes Sunday, August 22. A brand-new member of the Texas Private 

Fliers Association, Lane wanted to get acquainted with other members. A penny postcard 

invitation brought the crowd pictured above. Cost of the barbecue and all the trimmings: 
Less than $! a head. 


SEPTEMBER, 1948 








“The Bottom of the 
Surplus Barrel 
is in Sight!” 


(Order these fast moving bargains now) 
NEW $10.00 t/w tires, PTs, BTs, etc 


(live rubber) $6.50, 3 for $14.95 
NEW $12.50 t/w tires, UC78, etc. (live 

rubber) $6.50, 3 for 14.95 
NEW 14 volt dynamotor (for receiver- 

xmitter), 8713-15, 5.95 
NEW tubes, (650x100 and 850x10), $3.00; 

dozen 18.00 


NEW PT Jaeger chronometric tachometers, 
(O-3500 or O-4500 rpm), state which, 9.95 
NEW PT airspeeds, O-200 mph, biack face; 


0-160 white face, state which, 9.95 
NEW PT turn and banks, type A-11, 

Pioneer, 24.95 
NEW PT compasses, Type A33 Pioneer 

(same as B16), 9.95 
NEW PT19 pitot airspeed tubes, 35”, 3.95 


NEW or reconditioned UC78 generators, 

24V, L3 type, 17.50 
NEW position transmitters, type 8TJ9, 

(12-24V), state which; others available 3.95 
NEW air pressure warning switch, 

GFM5718657, No. 625, with cannon 


plug, 2.95 
NEW spark plugs, for PT26 (will replace 

C26S if plug shielding elbow is 9/16"), 

type BG4B2S, each, 50 

Also have NEW 1S495-AS460-LS87- 

L$86-LS85, each, 50 
NEW spark plug elbows, fits C26S plugs, 

each, 29 
NEW Cont. R670 spark plug harness 

(consists of 2 shielded cables, elbows, 

cigarettes, connectors) (ready for 

each dual cylinder); also can be cut 

to fit small Cont. Order as many as 

as you need, per cyl., 1.50 
NEW PT19 fuel gages, 6.95 
NEW T17 hand mikes and headphones, 

each unit, 2.75 


NEW P&W R1340 main cases, for ATé, etc 
Have 22; make offer 

NEW strut pump hose, fits all types, 87”, 2.00 

NEW Interphone system, 8C709, uses dry 
batteries (not furnished); includes 
complete set with headphone, micro- 
phone (state whether hand or throat 
type desired), 

(Please write for our huge listing of many 
bargains) 


AERO INSTRUMENT 
COMPANY 


Dept. SF1, Municipal Airport, Houston 17, Texes 
Ed Bartholomew, owner 


14.95 





AVIATION SURPLUS 
BARGAINS 


Pilot's clear lensed flying goggles, new, $ 3.95 
Pilot's gold rimmed green sunglasses, new, 2.95 
Pilot's K-1 suntan chino tippered fiying 
suits, new, 8.95 
Pilot's red sweep second hand Swiss watch, 
wrist type, chrome case, leather band, 7.95 
Navigator's sextants, type A1l2 Link, in 
case, (free nav. book and tools) 17.50 
Pilot's oxygen set up; D2 bottie (6”x24"), 
mask, regulator, gage, etc. New, all 
for $7.95; filled, 9.95 
Grimes Navigation Lights, ‘'B'' wing, red- 
green; white ‘'A'' tail lights, any, ea., 2.00 
6 volt aircraft battery, 5'2"x5"x5", 15 amp; 
10 Ibs; pack dry uncharged, new, re- 


duced, 7.50 
Toggle switches, off-on type, three for 1.00 
Grade A pinked tape, 3%” width, 100 yd 

roll, 2.75 


Light plane safety belts, tan, Rusco, set, 1.50 


AERO PARTS SUPPLY 


Dept. SF1, Municipal Airport, Houston, Texas 
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SERVICE GUIDE FOR FLIERS — 


WHERE to STOP 





GEORGIA 





For Quick Service Stop at 


FLYING TO Southeastern Air Service 
. GILHAM, Manager 


[, ANTA? sibs Seinesn, Ercoupe, Continental 
Parts; Lear Radios; Firestone Products 
Quick Maintenance and Repairs 


Gulf Oil and Gas 
Open 6 a. m. to 12 p. m. — Immediate Transportation downtown 





LOUISIANA 





FLY TO BLACK LAKE for giant bass, crappie, bream. Year- 
} 4 4 round season. Skilled guides. Clean, 
cool, comfy cabins. Dining hall. Now improving our own airstrip 


We meet arriving fliers at near-by Natchitoches Airport. Call first 
for reliable fishing reports and reservations 


TRICHEL’S CAMP 


Campti, La 65 Mi. S. of Annas Tel. Campti 9129 








SKYWAY | Modern tourist court and restaurant across street 

from airport. A 7-cent bus at our gate for those 

going downtown. 80 and 91 gas, all oil grades 

STOP- OVER lives on airport. All-weather runways 
Near-by strip on Pll Cross Lake for fishing, fish dinners 


DIXIE AIRCRAFT SERVICE, SHREVEPORT AIRPARK 
Shreveport, La. Dennis Bass, Operator Telephone 4-886 





OKLAHOMA 





you're flying te or through Oklahoma 

This Is Where “ City, land at DOWNTOWN AIRPARK, 3 
miles SW of business district. 10 minute 

60¢ taxi fare uptown. 2 macadam runways, 


You (ome in! eam. storage, gas, oil and repair service. 


Courtesy and service our motto. 


DOWNTOWN AIRPARK—OKLAHOMA CITY, OKLA. 


J. Pat Smith, Manager 








TENNESSEE 
Stinson Sales and Service .. . Complete 
Maintenance all Type aircraft . . . Excellent 
transportation to city by Airline Limousine 
service and bas .. . Ample hangar space for 


overnight storage 


MEMPHIS AERO CORP.—Hangar No. |, Municipal Airport 





TEXAS 





Ercoupe and Luscombe Sales & Service 


Instrument and ATR Courses Approved for all G.I. Training 


HICKS Aviation Service 


Highland Park Airport Emerson 6-2881 Dallas 








When in Dallas, stop at Marshall's Field, th« 

WHERE Department Store of the Air, on the southern 
edge of town. A. & E. One of best aircraft 

ch ti metal shops in country. 80 and 91 gas. Fre« 
COURTESY transportation to nearby motel and steak hous« 


MARSHALL'S FIELD, Department Store of 


COUNTS o 
Buckner Blvd Tel. Hunter 8-1278 











MAYAN Beautiful all-weather turf field, T-Hangars 
Step from your plane into our air-condi 
G U £ 5 t tioned cabins. More facilities for your vaca- 


tion than any Dude Ranch in Texas’ famous 


RANC am hill country. One mile N.W. Water Tower 


Bandera, Texas 


WM. D. MORSE, Owner 
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Airport Service 


AS WE FOUND IT 


on Cross-Country Survey 


By SLIM and FRANCES KIDWELL 
PART V 


FTER leaving Dahio Airport, our first stop in 

Indiana was at East Richmond Airport. Bob 
Winter is to be highly complimented on his well-marked 
and well-kept airport. It was gratifying to find that 
airport operators in the grass country are endeavoring to 
do an excellent job of field marking. 


Indiana 


We must mention the ultimate in municipal airport 
management as well as a new low in municipal or county 
airport management, both of which happened to be in 
Indiana. 

The finest municipal airport management encountered 
on the whole trip was at Weir Cook Municipal at Indianapo- 
lis and most of the credit is directly attributable to Roscoe 
Turner’s efficient organization. While partaking of his 
excellent service, you could readily see why the outfit was 
clicking as Roscoe himself was always evident in the shop 
or around the ramp with tool in hand ready to see that 
things did click. 

While there we also used Hoosier Air Park at Indianapo- 
lis, which was soon to be turned into a used car lot. This 
we will never be able to understand because it is a good 
field, close to the part of Indianapolis that the average 
person would want to visit. 

After leaving Indianapolis we detoured off Skyway | 
purposely to visit our good friend’s operation at Purdue 
University, West Lafayette. Grove Webster was away at 
the time but this airport should be a must on anyone’s 
itinerary when touring through this part of Indiana. 

We had planned our RON at Terre Haute. We followed 
their wonderful skyway markers to Hulman Municipal, 
Terre Haute, and this is where we found the new low in 
anybody’s airport management. Finally shown where to 
taxi our Luscombe for the night, we were informed that 
we could tie it down ourselves on this beautiful airport, at 
our own risk, as orders had been sent down from the 
aviation commission that none of the employes on the 
field was to assist a customer of the airport in any way. 
Evidently this was either m .onstrued or the commission 
actually forbade them to help with the baggage, obtaining 
transportation to town or anything else. 

A few stops like this for the average man who can 
afford a nice four-place airplane and anticipates getting 
some utility out of it and you can imagine how friendly 
he would feel toward aviation in general. Yet, these uptown 
big shots that call themselves aviation committees of the 
city council or aviation commissions or any other big name 
have no idea what great harm they are inflicting on the 
industry. It is too bad everyone is prong to remember 
treatment such as we received at Hulman Municipal, Terre 
Haute, and too quick to forget excellent treatment received 
at outstanding Weir Cook at Indianapolis or Sky Harbor 
at Phoenix. 

Upon leaving Hulman Field the following morning we 
found that had it been earlier and not on the brink of a 
storm the evening before, we could have gotten into Cox 
Field, Terre Haute, run by John Boley. This is a good 
field with a restaurant, good shop, bus into town every 15 
minutes and personnel that is more than anxious to see 
that you are taken care of. 


IWinois and Missouri 


Next we hopped over into Illinois, our first stop being 
Effingham County Memorial Airport. Visiting with Mr 
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Jones we found that he has a system of honoring 18 or 
so gasoline courtesy cards. Fifty per cent of his business 
is cross-country and he is working on a motel deal for 
fliers at the present time. 

Our next RON was at a favorite spot of ours to beat 
the noise and many inconveniences of staying in St. Louis. 
We highly recommend Vandalia Municipal Airport, 
Vandalia, Illinois. This airport, run by Don Brummet, is 
one of the finest, accommodations wise, that one can hope 
to find. The restaurant serves wonderful home-cooked 
food. 

During this part of our trip there was too much rain and 
the April showers had put out of commission many airports 
that we wanted very much to visit. We were disappointed 
that we could not make Kratz Field strictly on account of 
water, which left only Lambert, St. Louis, and Parks in 
metropolitan St. Louis that we visited. 


Oklahoma 

On through Missouri we went into Brown's Airport at 
Tulsa, Oklahoma. In this state with its many airports that 
the private itinerant pilot must sometime or other use, it 
is surprising how few of these operators know o1 
apparently care about honoring gasoline courtesy cards. 
We found many handling petroleum products with very 
good credit card coverage but they neither knew no. 
apparently cared whether they honored them. 

Our RON in Oklahoma City was at Johnny Burke’s Wiley 
Post Airport. While this airport is a little farther out of 
town than some of the others, the service from every 
standpoint is worth the extra time as here again is an old 
timer who has spent his time trying to build the entire 
business and has an operation that really clicks. 

We flew over to inspect the much-heralded Oklahoma 
City Downtown Airpark the following day. Here is some- 
thing the average aviator dreams about but seldom sees 
an airport whose traffic pattern makes him use the tallest 
hotel as a pylon for a turn to get on base leg. After landing 
he is only five minutes from this big downtown hotel. We 
encountered three or four such downtown airports but foo 
the most part they were all having trouble with their 
neighbors. Let’s hope airports like this can stay in 
existence. 

In getting out of Oklahoma City early Sunday morning 
our first stop brought us to a very interesting, well-marked 
airport in Cushing, Oklahoma, run by John Kenworthy and 
the pilot, Mr. Hurley. Here we saw a rural operator with 
an excellent side deal in aviation for making it pay. This 
was a couple of Sunday paper routes flown in a Pipe 
Super Cruiser with a special tube they had designed foi 
sliding the rolled-up papers through the bottom of the 
ship. 

Through the balance of Oklahoma, the Flying Farme) 
State, we decided to RON at Chickasha, with Son King and 
job Erwin. Service here is really tops, with a good 
restaurant, big aviation club rooms and a courtesy cai 
deal that is one of the best. 

Our next report will take us West through Oklahoma 
into Texas. ® *®* ® 


TEXAS 


4 1 gas. Cafe o eld. . fa- 
Cross-Country Pilots! ict in°titncws “tities How 


with free transportation 





Just what you're looking for 


Year-round fishing. Hunting in PALACIOS MUNICIPAL 
season. Free tie-down. Hangar 

for any size ship. Mile-long con- AIRPORT 

crete runways. Radio range. 80- R. T. Walker, Manager 


On the Gulf of Mexico between Houston and Corpus Christi 











SKYLINE AIRPORT, INC. | 





Dallas’ Downtown Airport (2% miles) | 

Cab Service, Cafe, Service & Repair | 
Luscombe, Stinson and Aeronca Sales 

954 Forest Ave. Rd. Dallas W -5456 | 
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FOR SALE 
Super SS 


xecutive 


DOUGLAS DC-3 
18 Passenger 


Available for Immediate Delivery 


This beautiful airplane is equipped with 
Pratt & Whitney engines, Bendix radio 
equipment, a refrigerated air-condition- 
ing system and is the finest Executive type 


Douglas DC-3 ever produced. 


If interested, phone, wire or write and 
pictures and detailed description of this 


airplane will be forwarded. 


AMERICAN FLYERS 


MEACHAM FIELD 
Fort Worth, Texas 


Phone: 6-7258 
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RIGHT for FLIGHT 
with a SENSENICH 


“right on the Nose!” 


Ask the man who designs ‘em! He 


KNOWS Why 1¢ ChHOSC SENSENICH 

Ask the man who flys ‘em! He 
knows how n ch a SENSENICH a lds to 
the pleasure as well as the profit fiving 


Ask your supplier for SENSENICH 
the next time you need a new propeller 


Then zii know. too! 


SENSENICH CORPORATION 
LANCASTER, PA.—GLENDALE, CALIF. 


STANDARD EQUIPMENT ON THE 


NEW ERCOUPE AND MOST 


OTHER PERSONAL PLANES 





Visual-Aural Airways 


\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 
\ 


any VHF aircraft frequency. 





y; re 


DEPENDABLE 


ELECTRONIC 


.. Plane Talk 





and Plane People 


Research Opportunity for Flying Farmers 


Y THE this 

reaches mailbox the 
third annual convention of the Flying 
Association will have been 
Columbus, Ohio. From all 
looks as though it will 
successful 


time issue 


your 


Farmers 
held in 
indications it 
be the largest and 
FFA convention ever held. 

We've watched and participated in 
many FFA activities since the incep- 
tion of the original Oklahoma group 
at Stillwater four ago. It is 
growing by leaps and bounds, especial- 
ly in the South. Louisiana and Alabama 
state 


most 


years 


have just organized 
Florida is on the way. The Association 
certainly is one of the most important 
air groups in the nation, principally 
because they are customers of aviation 
group. If they 
any selfish axes to grind other 
to have a little fun or to promote the 
welfare of the flying game 


groups. 


a consume! have 


than 


general 


— & 

/ 

a aap , 
Ss = 2 
\ _—ee 

\ “ 


\ 

\ 

\ The Magic «VY f- 
\ 
\ 


The Type 15A VHF Navigational 
Receiving Equipment (illustrated) 
provides for reception on the new 
Omni-Directional Ranges as well as 
operation on both types of VHF 
Runway Localizers, and the VHF 
Ranges. 
Simultaneous voice feature is includ- 
ed on these ranges. The tunable 
A.R.C. Receiver permits selection of 


Airborne Equipment for; 
OMNI-DIRECTIONAL RANGES 
RUNWAY LOCALIZERS 
VISUAL-AURAL RANGES 
SIMULTANEOUS VOICE 
GCA VOICE RECEPTION 





The A.R.C. Type 17 or A.R.C. Type 
18 is the companion communica- 
tion equipment normally asso- 
ciated with the Type 15A. The 
Type 17 VHF Communication 
Equipment adds independent 
two-way VHF communication fa- 
cilities. The Type 18 adds VHF 
Transmitting Equipment only. All 
Type 17 and 18 units are type- 
certificated by the CAA. 


The dependability and performance of these VHF Com- 
munication and Navigation Systems spells increased safety 
in flight. Specify A.R.C. for your next installation. 
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EQUIPMENT SINCE 1928 


we certainly would like to know what 
they are. 

FFA is not running to Washington 
for contracts, appropriations or for 
protection. From time to time the 
organization might ask for 
changes in the regulations or for 
broad policies for aviation develop 
ment. But it is one group that doesn’t 
have its hand out. 

Consequently it is in a powerful 
position to undertake some unselfish 
and monumental work for aviation 
generally, provided it can continue to 
keep its skirts clean from the many 
pressure groups and opportunists who 
want in on the act. 

No doubt one of the greatest social 
changes being wrought by the airplane 
is the elimination of rural isolation for 
many farm and ranch families. The 
airplane has joined the radio and the 
automobile in this great evolution 


certain 





Prompt Service 





Ut 


The S. A. LONG CO., Inc. 


WICHITA . KANSAS 
Wholesale Distributors 


AVIATION SUPPLIES 


ACCESSORIES and INSTRUMENT OVERHAUL 
C. A. A. Approved Stction No. 2783 
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throughout rural America. Ad- 
ditionally, one of the most important 
economic developments in recent 
history is the growing number of uses 
for airplanes in agriculture. Airplanes 
are being used extensively for planting 
and fertilization as well as for weed 
and insect control. Crop dusting is an 
old, established practice But it is 
being eclipsed by relatively new 
applications such as spraying of crops 
and livestock. The discovery of new 
chemicals and growing aids and thei 
application by airplane can easily 
bring about an agricultural revolution 
as great as did the discovery of the 
plow. These columns have pointed out 
previously how airplanes were being 
ised to re-grass and re-forest western 
waste lands with pelletized seel on a 
scale which can never be accomplished 
by present ground-bound methods. Tix 
implications of erosion con.rol are 
obvious. By the same token, the use 
of airplanes for spreading chemicals 
s producing serious problems which 
must be solved if the airplane is to 
continue to make valuable conti 

butions to agriculture. What is good 
for the rice field can seriously damags 
the cotton field. The same airplane 


ain stream with 
all fish life with 


that restocks a mou! 


trout can wipe out 


the spray used to kill mosquitoes. Un 
controlled or irresponsible operations 
which involve dropping chemicals 
from aircraft are too dangerous to 
contemplate. By injuring enough 


people and by creating enough public 
ndignation, such operations can prove 
a boomerang and jeopardize the use 
of airplanes in agriculture 

The time has come to sit down and 
talk the situation over. Every branch 
of the Federal Government, including 
the CAA, the CAB, the Department 
of Agriculture, the game and wild life 
people, the great private and public 
agricultural experimental institutions 
and agricultural colleges, the chemists 
and manufacturers who produce the 
sprays and dusts, the many aviation 
organizations and companies who are 
potential 
market for their products and services 


interested i this great 
should get together without furthe 
delay and go into the many 
ramifications of agricultural aviation 
with the end in view of creating highly 
specialized research activities, maybe 
to be centered in one great institution, 
the fullest 


development and use of 


which will guarantee 
aircraft 
primarily for the production of food 
for a war-torn world. It is a humani- 
tarian cause. For airmen everywhere 
know that if we could drop the same 
tonnage of seed, fertilizer, weed kille 
and insect sprays as the tonnage of 
bombs dropped on industrial and 
military establishments and on the 
houses of innocent women and children 
in World War II, this would be a better 
world. 

In a recent conversation with the 
Farmers 


president of the Flying 
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Association, the FFA executive secre- 
tary, the director of aviation for the 
state of Oklahoma, the assistant 
administrator of the fourth region 
CAA for personal flying development 
and with the president of the Okla- 
homa Aviation Association, this writer 
had the privilege of helping to develop 
this idea. It will be presented to the 
FFA annual convention at Columbus. 
We'll tell you what happened next 
month * *® ® 


lrony in Airport Management 


E NOTE with interest an 

\X) editorial in the Fort Worth 
Star-Telegram commenting on an 
aviation survey made by the city of 
San Francisco which shows that city’s 
airport brought in more than $32,000,- 
000 worth of business last year. The 
Fort Worth paper reviews the various 
sources of income and concludes that 
“the economic value of airports to 
cities sponsoring them is evident from 
the survey, which shows clearly that 
air terminals are good investments fo 
communities and stimulate growth.” 

The paper does not point out that 
the first aviation values survey eve} 
made, and the one which inspired San 
Francisco as well as the one they fol- 
lowed as a pattern, was accomplished 
by Fort Worth’s erstwhile director of 
aviation, Ed C. Nilson. This is some- 
what ironical “Uncle Ed” 
Nilson, during his tenure of office in 
Fort Worth, was unable to convince 
the Fort Worth city fathers that the 
intangible as well as the tangible 
from aviation (which he 
uncovered in the first values survey) 
justified a Meacham Field moderniza- 
tion program and specific improve- 
ments which would be income- 
producing. His proposals were filed 
away and never heard from again. 
Ed has since gone to greener pastures 

to Miami, Florida, where the city 
fathers recognize ability and are 
willing to provide opportunity and to 
supply the authority to get things 
done aviation wise. 

Private fliers everywhere complain 
about the service on Meacham Field, 
where the city still clings to the 
antediluvian practice of dispensing 
gasoline and where competition among 
fixed-base operators would change the 
situation overnight. As it is, Fort 
Worth merchants are losing millions 
of dollars annually from farmers, 
ranchers, business men and _ other 
prosperous airplane owners who are 
tired of landing on airfields where 
they spend an hour looking for a place 
to park, suffer additional loss of time 
looking for the gas truck. 

Meacham Field isn’t the only place 
on the transient flier’s blacklist. 
Adams Field, Little Rock’s municipal 
airport, is in the same category. The 
unfortunate part of such situations is 
that the airport managers are not to 
blame. The trouble is down at the 


because 


revenues 


(Continued on page 40) 








A COMPLETELY 


ALL-METAL 


Stlvaviee 


FOR ONLY 


Me Shy Pat 
LOWEST PRICED 
2 PLACE ALL-METAL 
PLANE EVER OFFERED 


Here's a new high in opportunity 
BS. own a completely all-metal air- 
plane at a new low in price. It's the same 
Silvaire that thousands of flyers have 
found so dependable and economical 
for the past 10 years, yet with many 
improvements. 


FULLY EQUIPPED! 
NO EXTRAS TO BUY! 


Many of the standard equipment items 
included in the Sky Pal are plus-features 
never before found in a minimum priced 
plane. Foam rubber cushions .. . dual 
controls . . . ‘‘Silflex’’ landing gear with 
three-way shock absorption... two 
doors... cabin heater .. . engine primer 
... lockable ignition switch...and 
many other improvements are incorpor- 
ated in the Sky Pal—the world's finest 
low priced plane. 





29 girls, weighing @ total of 3,600 pounds, ore easily sup- 
ported on the metal wing of a 1949 Silvoire Deluxe, another 
model in the complete line of 1949 completely All-Metal 
Silvaire Personal Piones. 


WRITE TODAY FOR DETAILS 


Silvaite | a eee 


=" LUSCOMBE AIRPLANE CORP., | 











! ~ 
a» eusennee ; 
: Box 2128, Dallas 1, Texas, Dept. 90 
I Send complete details on the 1949 Silvaire Sky Pol ; 
! 
| NAME 
ADDRESS. i 
S CRs Sn ; 
AGE OCCUPATION ' 
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As planes of the U.S. Air 
Force thunder through ou 
yeaceful skies in celebration of 
AIR FORCE DAY, they carry 


a message ot hope to all pe oples 


For, with the authorization 
by Congress of a 70-group air 
force, notice is served that this 
country is determined on a coursé¢ 
ot leadership in peace und free 


dom for peopk everywhere 


Here at Douglas—as in labo 
ratories, drafting rooms, plants 
and on testing fields across the 
nation—developments speed this 
action of Congress 


Working closely with Ai 


Force design engineers, techni 
Douglas 


kind of 


dependable aircraft which have 


cians and strategists 
continues to create the 
served the military so well for a 
quartet of a century 


Since 1924, when Army 
pilots in Douglas World Cruisers 
first circumnavigated the world 
by air, we have been privileged 
to supply a large share of all U.S 
combat and transport aircraft 


Newest in the 
family is the C-124 
all-purpose transport is designed 


Douglas 
This giant 
to accommodate large ground 
[wo and a half 
times the size of the C-54, it will 
fly a maximum paylo id of 50,000 


force equipment 


ind return 
without refueling. Also 


pounds 1,200 miles 
to base 
now in work is the Douglas 
DC-6A 
the Dé 
capable of flying a 15-ton pay 
load at 300 m Pp h 


an all cargo version of 


6 passenger plane 


As thes projects go forward 
together with our activity in 
guided missiles, rockets, super 
sonic jets, commercial and mili 
tary transports—we of Douglas 


have but one single goal: effective 


aeronautical progress. To us this 
is the meaning of AIR FORCE 
DAY—eve ry day! 


¢ 


PRESIDENT 
POUGLAS AIRCRAFT OMPANY, INC 


SANTA MONICA, CALIFORNIA 


FLYING THE CESSNA 170 


( ontinued from pa ge 11) 


tinent in his 4-place airplane, was 


: 
waiting with a barbecue pit loaded 


down with pheasant, chicken, steaks, 
hams and — best of all to our palate 
—spareribs. Our host, whose cabin is 
filled with big game trophies he bagged 
from Mexico to the Aleutians, had 
enough barbecue for twenty persons so 
the six of us in the party ate more 
food during the next 24 hours than 


we had eaten in the last six days. 


120-mph. Airplane 


We timed the start of our return 


flight for the middle of the hot after 
noon, taking off from Raymond Brea 
zeale’s beautiful Natchitoches Airport 
at 3:26 p. m. Because of the heat, we 
selected 9,000 ft. for our cruising alti 
2,450 rpm 


Indicated air speed turned out to be 


tude, leveling off with 


| | 
just at 100 mph. at that altitude. Out 


side temperature was 70 degrees. Cor- 


rected for altitude and temperature, 


' 


our cruising speed was 120 mph. That 
the cruising 


is speed advertised by 


Cessna, and we found it true in several 
, 
checks 


were possible with altitude in smooth 


other speed (closer readings 
lir, Where settings were precise). Our 
return flight of 255 miles took 2 hrs. 
21 mins., and included 80 mph. climb 
tor 28 minutes. 

On a hot day you can really appre 
cool-air 
These 


ire of uirline-type design, which take 


ciate the handy, individual 


ventilators in the Cessna 170. 


in fresh air from a small hole in the 
wing’s leading edge and may be di 
rected up or down in the cabin. 
Comfort in the 170 cabin surpasses 
its appearances. The cushions, while 
not overstuffed, are adequate in every 
respect. Seats are of no-sag spring con 


struction and air-foam 


| 
holstered in woolen fabric. 


rubber, up 
The front 
seats have an extra comfort feature in 
that they are mounted on slide rails 


ind may be adjusted to travel fore 


ind aft, 9-in. for the left seat and 18 
in. for the right. We found ourselves 


; ; ; 
sliding the seats at intervals—if you 


want to stretch your legs, slide back 
1 few inches. We did not experiment 
with the slide rails for trim, but a 
couple of friends did this the next 
day and claimed it helped. Greatest 


1, 


Value of the slide rails is to facilitate 


entry and exit. With a front seat posi 
tioned rearward, you enter the front 
through an unobstructed area and then 
slide it forward. The 170 is in ou 
opinion the easiest high-wing 4-place 
to enter. There is ample room on the 
rear seat for two large persons and leg 


’ | 
room 1s improv ed over that offered by 


prewar aircraft. One item was omitted 
— map pockets. 

We don’t 
continues locating fuel mixture and 
carburetor heat control knobs close to 
gether on the panel. It is true that a 
dummy knob separates them. But all 
three, with identical appearance and 


understand why Cessna 


feel, are jammed right together and it 
is too easy for the pilot to pull the 
wrong knob, which, in our case, was 
the mixture control. This happened to 
us not once but twice—we wanted 
carburetor heat, after idling the throt 
tle for our final approach, but what 
we got was the mixture knob. Each 
time we caught our mistake almost as 
soon as we made it. But if we had not 
been alert to the feel of power in the 
engine, we would have continued our 
glide with the mixture control pulled 
all the way out. Then if we had needed 
to give it more throttle to clear the 
fence, level off a bounce or go around, 
the lean mixture would have acted as 
in idle cut-off and we would have lost 
our engine completely. In our opinion 
it would have been just as simple fo: 


knobs 


seldom 


Cessna to locate the control 
widely apart—actually, the 
used mixture control should be far over 
on the right side of the panel where 
t is out of the way. Then it would 


never be mistaken for carburetor heat 
ind “pilot error’ would be less likely. 

Cruising the 170, best fuel con 
sumption is obtained by leaning out 


the mixture at altitude, although the 
urplane (like most 4-place types) has 
no cylinder head temperature gauge 
to assist the pilot in adjusting the fuel 
mixture. By leaning out as we passed 
3,000 ft., and keeping it lean through 
out the cruise, we averaged 9 gals. 
hourly. We believe we would average 
less atter using the airplane on sey eral 
trips. The Model 170 has 37 


of fuel capacity, 12.5 gals. in the left 


5 gallons 
wing and 25 gals. in the right. For 
those who have opportunity and need 
for altitude, that may prove to be a 
shade short on long Crips. 

At the current price, the new Cessna 
170 offers much to the average pilot 
who needs a four-place airplane with 
out all the speed and complicated 
gadgets that go with more expensiv« 
models. If he already owns a 2-place 
\irplane, he will find it easy to “gradu 
ite” into the larger 170 without addi- 
tional piloting technique. If he is a 
novice or even a student, he will find 
piloting the 170 as readily acquired 
as in many 2-place models. In addition, 
he will find outstanding short-field 
handling characteristics, cabin com- 
fort, visibility, soundproofing and ac 
ceptable cross-country cruising speed. 
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JUST AMONG OURSELVES 


(Continued from page 6) 
ind the individual backgrounds and 
records of the people who run the 
show. 
Meanwhile the 
writer will continue to write about 
as experimental 


objective aviation 
experimental designs 
designs and not as any promise of better 
Such 
coverage of the news can not by the 
wildest 


things to come. legitimate 


stretch of the imagination 


result in any injury ofr harm to the 


actual market for personal aircraft. 


The trouble is there are not yet enough 
legitimate aviation writers who know 
how long it takes to engineer a plane, 
what it costs to build the first one or 
to tool up for production*or even what 
it takes to get an Approved Type 
Certificate. Since many managing 
editors have never been approached by 
anyone in aviation with the suggestion 
f «their § staff 


members the responsibility of covering 


that they give one of 


aviation, maybe we can blame our 
most of the wild-eyed 


treatment ot 


sely es tor 
irresponsible aviation 


stories in the daily press. 


SQUEEZE PLAY 


HE EXTENT to _ which 
bureaucracy can circumvent 
the will of the people (i. e. Congress) 
was never better exemplified than by 
play by the 


the present squeeze 


Veterans Administration 
GI flight 


we are 


against the 
While 


warned of the 


training program. 
constantly 
threat to our system of government by 
foreign isms, let us not overlook the 
trojan horse within our own walls 
which threatens, more subtly perhaps, 
to reduce our government by demo 
cratic processess to a government by 
decree. It’s almost fantastic to believe 
that the Veterans Administration can 
get away with their flagrant sabotage 
of GI flight training. Nevertheless it’s 
true. 

When the VA and the Bureau of the 
Budget were unsuccessful in thei 
attempt to convince Congress that GI 
flight training should be classed as 
avocational and should be thrown out 
for the new fiscal year, they took 
another tack. Through bureaucratic 


red-tape requirements and liberal in- 


terpretations of a mandate by Congress, 


they found a way to refuse veterans the 
flight 
delay the 
that the GI 


right to enroll for training 


courses OF to process so 


successfully candidates 


give up in disgust. The VA’s second 
weapon is an economic one. They are 
paying starvation rates for dual and 
there is no 
If they can’t 
get the flight contractor one way they 


solo instruction so that 
profit in the program. 


can hold up his vouchers in payment 
for instruction already provided in the 
apparent hope he will go broke, which 
he will. 

Aviation has no legitimate axe to 
grind except to demand an even break 
with all other vocations included in 
GI training. GI flight training was 
not devised as an aviation subsidy. So 
the tragic effects on aviation of recent 
VA tactics have nothing to do with the 
subject. 

We believe that thousands of GI's 
are being deprived of the right to 


learn to fly, a right which was 


established and recently clarified by 
Congress. The Veterans Administration 
sees fit to deny these thousands the 


right to enroll in flight training 
courses. It is up to the veterans to 
carry their fight to their congressmen. 
Otherwise, in a few more months, the 
GI flight 


just another ship that passed in the 
x* * ® 


training program will be 


night. 


NAVION TO THE ARCTIC 


(Continued from page 12) 


‘It was almost as easy as it looked on 
the map,” he recalled, “except that | 
wouldn’t encourage anybody to try it 
unless they took along a lot of money.” 
Prices are high because of transporta 
tion difficulties, he said. Canadian ait 
ports charge landing fees and gas is 
87 cents per gallon at many places. 

Bush Pilot Joiner flew Holliday and 
Heinisch on most of their hunting 
forays. ““He’d see something on the ice 
we never would have spotted, fly right 
down to it, and there’d be a bear or 
some seals or walruses or wolves,” 


Holliday recalled. 


‘If a landing place 


SEPTEMBER, 1948 


was anywhere near, we'd open the door 
and start shooting, then land and go 
pick up the game.” By dog sled Holliday 
ind his companion hunted ptarmigan. 

It had been one of those one-in-a- 
lifetime dream trips. ‘““Now,” we sug- 
gested after ducking beneath the 

Acapulco sailfish for another cold beer, 
“let’s see that bear.” 

“I was coming to that,” stalled Sam. 
“You know how those little ski-planes 
are—too small to carry much. I’m go 
ing back up there after the polar bear 
during the late thaw, when I can go 


Navion.”—T.A. 


all the way in my 
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ry , ere and those bulky head- 

», # phones can call it quits 
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Developed and tested by air- 
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overs, drop the plastic ear- 
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As planes of the U.S. Ai 
Force thunder through ou 
peaceful skies in celebration of 
AIR FORCE DAY, they carry 


a message of hope to all pe oples 


For, with the authorization 
by Congress of a 70 group ail 
force, notice is served that this 
country is determined on a course 
of leadership in peace and free 


dom for people everywhere. 


Here at Douglas—as in labo- 
ratories, drafting rooms, plants 
and on testing fields across the 
nation developments speed this 


action of Congress 


Working closely with Air 


Force design engineers techni 
cians and strategists, Douglas 
continues to create the kind of 


dep ndable aircraft which have 
served the military so well for a 
quarter ot a century 


Since 1924, when Army 
pilots in Douglas World Cruisers 
first circumnavigated the world 
by air, we have been privileged 
to supply a large share of all U.S 


combat and transport aircratt 


Newest in the 
family is the C-124 


all purpose transport is designed 


Douglas 


This giant 


ground 
force equipment Two and a half 
times the size of the C-54, it will 
fly a maximum payload of 50.000 


to accommodate larg: 


pounds 1.200 miles and return 
ling Also 


Douglas 


to base without refu 
now in work is the 
DC-6A 
the D¢ 
capable of flying a 15-ton pay 


load at 300 m p h 


an all cargo version of 


6 passenge! plane 


As these projects go forward 
together with our activity in 
guided missiles, rockets, super 
sonic jets, commercial and mili 
tary transports—we of Douglas 
have but one single goal: effective 
aeronautical progress. To us this 
is the meaning of AIR FORCE 
DAY—every day! 


PRESIDENT 
DOUGLAS AIRCRAFT OMPANY, ING 


SANTA MONICA, CALIFORNIA 


FLYING THE CESSNA 170 


Continued from page 11) 


tinent in his 4-place airplane, was 


waiting with a barbecue pit loaded 
down with pheasant, chicken, steaks, 
hams and — best of all to our palate 
—spareribs. Our host, w hose cabin is 
filled with big game trophies he bagged 
from Mexico to the Aleutians, had 
enough barbecue for twenty persons so 
the six of us in the party ate more 
food during the next 24 hours than 


we had eaten in the last six days. 


120-mph. Airplane 


We timed the start of our return 


flight for the middle of the hot after 
noon, taking off from Raymond Brea 
zeale’s beautiful Natchitoches Airport 
at 3:26 p. m. Because of the heat, we 
selected 9,000 ft. for our cruising alti 
2.450 


tude, leveling off with rpm. 
Indicated air speed turned out to be 
just at 100 mph. at that altitude. Out 
side temperature was 70 degrees. Cor- 
rected for altitude and temperature, 
our cruising speed was 120 mph. That 
speed advertised by 


is the cruising 


1 
Cessna, and we found it true in several 
chec ks 


were possible with altitude in smooth 


other speed (closer readings 
lr, Where settings were precise). Our 


> 


return flight of 255 miles took 2 hrs. 


21 mins., and included 80-mph. climb 
tor 28 munutes. 

On a hot day you can really appr« 
cool-ai 
These 


] 
ire Of airline-type design, which take 


ciate the handy, individual 


ventilators in the Cessna 170. 


in fresh air from a small hole in the 
wing’s leading edge and may be di 
rected up or down in the cabin. 
Comfort in the 170 cabin surpasses 
its appearances. The cushions, while 
not overstuffed, are adequate in every 
respect. Seats are Of no-sag spring con 
foam 


Struction ind ill rubber, up 


holstered in woolen fabric. The front 


, 
seats Nave an extra comfort feature in 


that they are mounted on slide rails 


ind may be adjusted to travel fore 
ind aft, 9-in. for the left seat and 18 
in. for the right. We found ourselves 
sliding the seats at intervals—if vou 
want to stretch your legs, slide back 


1 few inches. We did not experiment 


1 


with the slide rails for trim, but a 


coupl of friends did this the next 
day and claimed it helped. Greatest 
value of the slide rails is to facilitate 
entry and exit. With a front seat posi 
tioned rearward, you enter the front 
through an unobstructed area and then 
slide it forward. The 170 is in our 
opinion the easiest high-wing 4-place 
to enter. There is ample room on the 
rear seat for two large persons and leg 


room 1s improy ed over that offered by 


prewar aircratt. One item Was omitted 
— map pockets. 

We don’t 
continues locating fuel mixture and 
carburetor heat control knobs close to 
gether on the panel. It is true that a 
dummy knob separates them. But all 
three, with identical appearance and 


understand why Cessna 


feel, are jammed right together and it 
is too easy for the pilot to pull the 
wrong knob, which, in our case, was 
the mixture control. This happened to 
us not once but twice—we wanted 
carburetor heat, after idling the throt 
tle for our final approach, but what 
we got was the mixture knob. Each 
time we caught our mistake almost as 
soon as we made it. But if we had not 
been alert to the feel of power in the 
engine, we would have continued our 
glide with the mixture control pulled 
all the way out. Then if we had needed 
to give it more throttle to clear the 
fence, level off a bounce or go around, 
the lean mixture would have acted as 
in idle cut-off and we would have lost 
our engine completely. In our opinion 
it would have been just as simple fo: 


knobs 


seldom 


Cessna to locate the control 
widely apart—actually, the 
used mixture control should be far over 
on the right side of the panel where 
it is out of the way. Then it would 
never be mistaken for carburetor heat 
ind “pilot error’ would be less likely. 

Cruising the 170, best fuel con 
sumption is obtained by leaning out 
the mixture at altitude, although the 
uirplane (like most 4-place types) has 
no cylinder head temperature gauge 
to assist the pilot in adjusting the fuel 
mixture. By leaning out as we passed 
3,000 ft., and keeping it lean through 
out the cruise, we averaged 9 gals. 
hourly. We believe we would average 
less after using the airplane on several 
trips. The Model 170 has 37 


of fuel capacity, 12.5 gals. in the left 


5 gallons 
wing and 25 gals. in the right. For 
those who have opportunity and need 
for altitude, that may prove to be a 
shade short on long trips. 

Ac the current price, the new Cessna 
170 offers much to the average pilot 
who needs a four-place airplane with 
out all the speed and complicated 
gadgets that go with more expensivi 
models. If he already owns a 2-place 
\irplane, he will find it easy to “gradu 
ite” into the larger 170 without addi- 
tional piloting technique. If he is a 
novice or even a student, he will find 
piloting the 170 as readily acquired 
as in many 2-place models. In addition, 
he will find outstanding short-field 
handling characteristics, cabin com- 
fort, visibility, soundproofing and ac- 
ceptable cross-country cruising speed. 
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JUST AMONG OURSELVES 


(Continued from page 6) 


ind the individual backgrounds and 
records of the people who run the 
show. 

Meanwhile the objective aviation 
writer will continue to write about 
experimental designs as experimental 
designs and not as any promise of better 
Such 


coverage of the news can not by the 


things to come. legitimate 


wildest stretch ot the imagination 


result in any injury or harm to the 


actual market for personal aircraft. 


Ihe trouble is there are not yet enough 
legitimate aviation writers who know 
how long it takes to engineer a plane, 
what it costs to build the first one or 
to tool up for production’or even what 
it takes to get an Approved Type 
Certificate. many managing 
editors have never been approached by 


Since 


anyone in aviation with the suggestion 
that they 
members the responsibility of covering 


give one of their staff 


aviation, maybe we can blame our 
selves for most of the _ wild-eyed 


irresponsible treatment of aviation 


stories in the daily press. 


SQUEEZE PLAY 


HE EXTENT to which 
bureaucracy can circumvent 
the will of the people (i. e. Congress ) 
was never better exemplified than by 
the present squeeze play by the 
Veterans Administration against the 


GI flight While 


we are warned of the 


training program. 
constantly 
threat to our system of government by 
foreign isms, let us not overlook the 
trojan horse within our own walls 
which threatens, more subtly perhaps, 
to reduce our government by demo 
cratic processess to a government by 
decree. It’s almost fantastic to believe 
that the Veterans Administration can 
get away with their flagrant sabotage 
of GI flight training. Nevertheless it’s 
true. 

When the VA and the Bureau of the 
Budget were unsuccessful in their 
attempt to convince Congress that GI 
flight 
avocational and should be thrown out 


training should be classed as 


for the new fiscal year, they took 
another tack. Through bureaucratic 
red-tape requirements and liberal in- 
terpretations of a mandate by Congress, 
they found a way to refuse veterans the 
flight 


courses Ol to delay the 


right to enroll for training 
process sO 


successfully that the GI candidates 


The VA’s second 


weapon is an economic one. They are 


give up in disgust. 


paying starvation rates for dual and 
solo instruction so that there is no 
profit in the program. If they can’t 
get the flight contractor one way they 
can hold up his vouchers in payment 
for instruction already provided in the 
apparent hope he will go broke, which 
he will. 

Aviation has no legitimate axe to 
grind except to demand an even break 
with all other vocations included in 
GI training. GI flight training was 
not devised as an aviation subsidy. So 
the tragic effects on aviation of recent 
VA tactics have nothing to do with the 
subject. 

We believe that thousands of GI’s 
are being deprived of the right to 
which was 


learn to fly, a_ right 


established and recently clarified by 
Congress. The Veterans Administration 
sees fit to deny these thousands the 


right to enroll in flight training 


courses. It is up to the veterans to 
carry their fight to their congressmen. 
Orherwise, in a few more months, the 
GI flight 
pust another ship that passed in the 
a * * 


training program Ww ill be 


night. 


NAVION TO THE ARCTIC 


(Continued from page 12) 


‘It was almost as easy as it looked on 
the map,” he recalled, “except that | 
wouldn’t encourage anybody to try it 
unless they took along a lot of money.” 
Prices are high because of transporta 
tion difficulties, he said. Canadian ait 
ports charge landing fees and gas is 
87 cents per gallon at many places. 

Bush Pilot Joiner flew Holliday and 
Heinisch on most of their hunting 
forays. ‘““He’d see something on the ice 
we never would have spotted, fly right 
down to it, and there’d be a bear or 
wolves,” 


some seals or walruses or 


Holliday recalled. “If a landing place 


SEPTEMBER, 1948 


was anywhere near, we'd open the door 
and start shooting, then land and go 
pick up the game.” By dog sled Holliday 
ind his companion hunted ptarmigan. 

It had been one of those one-in-a- 
lifetime dream trips. ‘““Now,” we sug- 
ducking beneath the 
Acapulco sailfish for another cold beer, 


gested after 


“let’s see that bear.” 

“Il was coming to that,” stalled Sam. 
“You know how those little ski-planes 
are—too small to carry much. I’m go- 
ing back up there after the polar bear 
during the late thaw, when I can go 
all the way in my Navion.”—T.A. 
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efficient aircraft operation 


...ower maintenance costs 


When quick delivery is vital and 
maximum cruise-power essential, de 
pend on Texaco Aviation Products OLLOW Texaco’s simplified lubrication plan and you'll assure sub- 
for efficient, economical operation aa maintenance economies. First, you'll have far fewer lubri- 
cants to store and handle, because — with only seven Texaco products 
— you can meet virtually every requirement for engine and airframe 
lubrication. 

Second, Texaco Lubrication Engineering Service . . . famous coast 
to coast for its aviation know-how and cooperativeness . . . will 
That 5 why help you organize your facilities for proper storage and handling 
More revenue airline miles in the of lubricants and fuels... recommend good, safe, fast servicing 
U. S. are flown with Texaco Air- practices . . . and help in other ways to put your maintenance on the 
craft Engine Oil than with any most efficient basis. 
other brand! Find out how Texaco Aviation Products and Lubrication Engineer- 

ing Service can help you increase efficiency and reduce costs. Just 
call the nearest of the more than 2500 Texaco Wholesale Distributing 
Plants in the 48 States, or write The Texas Company, Aviation Divi- 
sion, 135 East 42nd Street, New York 17, N. Y. 


ACO Lubricants and Fuels 


FOR THE AVIATION INDUSTRY 


TUNE IN TEXACO STAR THEATRE every Wednesday night featuring Gordon MacRae and Evelyn Knight...ABC Network 
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Modern. Airports 





Airport Leases and Contracts 


Concluding article in an analytical review of important considerations 


AS1 monti we reviewed 
many details nvolved in 
obtaining satisfactory agreements 


covering general operations on the 
airport. Local, state and Federal legal 


angles were considered, particularly 
the many pecial clauses involving 
Federal-aid airport projects. This 
article, will consider airport agree- 
ments as drafted by the aviation 
trades 


USE OF STANDARDIZED 
FORMS \t present 
for the development of standard forms 


there Is a need 


of airport agreements for use by the 


aviation industry. It is true that each 
agreement must be the subject of 
careful negotiation and draftsman- 
ship, but it equally true that there 
s a sufficient milarity between such 
groups as airport lesse fixed-base 
operators and use non-scheduled 
iir carriers, and owners of private air- 
ort hat the development of a series 
f standard forn eems feasible and 


lesirable. With one exception, I know 
f no such basic lease or agreement. 


The result not encouraging. The 


preparation of airport agreements 
necessitates consultation with an at- 
torney. The lawyers, in turn, are 
handicapped, since so few specialize 


n, or are familiar with, airport agree- 
ments. Due to an absence of standard 
aviation forms of agreement, profes- 
sional attention must be focused on 
drafting even the basic, routine pro- 
visions. Result: Higher legal fees and 
a less adequate product. The solution: 
Supply your attorney with a standard 
form of agreement so that he will be 
free to concentrate on the unique fea- 
tures of each lease 

AIR CARRIER CONCESSIONS: 
This unfortunate situation has been 
solved by one branch of the aviation 
industry the scheduled airlines 
which currently utilizes a standard 
basic form of airport agreement. This 
basic form is a strong weapon in air 
line negotiations for airport conces- 
sions. The standard forms now being 
used by most airlines, and by some 
feeder lines, are all offspring of a 
parent version, which is the so-called 
“long-form” drafted by the Air Trans- 
port Association. This ATA long-form 
is an extensive document of twenty- 
three printed pages. It covers the 
subject thoroughly from the airline 
position—perhaps too completely, as 
evidenced by the fact that a so-called 
“short-form” is now being prepared 
in Washington, D. C. Let us consider 
this long-form and those clauses in it 
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By ALLEN H. BARR 


Civil Aeronautics Administration 


which the major airlines have indicated 
to me to be of importance: 

Nature of the Instrument: The long- 
form is entitled an “Airport Agree- 
ment”; the title is then followed by 
these words: “This Indenture of Lease 

” The air carrier is then described 
as a lessee, and real property termi- 
nology concepts appear throughout 
the instrument. The result misleads 
one to suppose that the airline has 
leased the airport en toto. Careful 
analysis, on the other hand, discloses 
to us that air carriers operate on pub- 
lic airports as mere licensees, priv- 
ileged to use the landing areas in com- 
mon with others; they do not acquire 
the status of true lessees (except to 
the extent that they might lease the 
additional use of a hangar or office 
space). It is my personal opinion that 
this current ambiguity as to the nature 
of air carrier concessions should be 
clarified by more accurate draftsman 
ship, either by the ATA legal staff 
on the one hand, or county and city 
attorneys on the other. 

Fee Provisions: The provision on 
fees and charges is of prime import- 
ance in air carrier concessions. First 
off, it is a general principle that the 
air carriers strongly prefer a single 
fee to cover all flight operations, to 
be used in lieu of various charges for 
separate privileges such as landings, 
night lights, and so on. This single 
fee has taken different forms: 

(1) First, there is the familiar “ac- 
tivities fee,” based upon monthly 
“scheduled-trip arrivals” at the air- 
port. Two methods are used to de- 
termine how much is to be paid for 
each scheduled-trip arrival: (a) The 
airlines may ask that scheduled-trip 
fees used at neighboring airports be 
adopted without re-examination; (b) 
the other method is to ask the mu- 
nicipality to determine their costs of 
operating the municipal airport, and 
to prorate this cost between the other 
air carriers, the fixed-base users, and 
the non-aeronautical concessionaires. 
The share of airport costs, thus de- 
termined to be carried by the indi- 
vidual air carrier, is then divided hy 
the number of scheduled-trip opera 
tions. This calculation is criticized by 
economists in that it fails to include 
the amortization of fixed costs and 
makes airport financing even more 
precarious. Nevertheless, it is strong- 
ly preferred by the air carriers, upon 


the arguments that the scheduled- 
trip fee reflects proportionate use. 

(2) An additional form of fee for 
air carriers is the fixed charge for 
each aircraft landing. This method 
finds little favor with major lines. 

(3) A third device is to establish 
a flat monthly rate for the privilege 
of landing. This, too, is in disfavor, 
and actually is not a fundamentally 
different device, for experience shows 
that, in the comparatively few cases 
where a monthly rate has been used, 
the rate was, in fact, based on con- 
sideration of the estimated number of 
landings during the month. 

(4) A fourth type of overall fee 
for air carriers is the “generated reve- 
nue” or “percentage” fee. The typical 
provision is that the air carrier will 
pay to the airport a fixed percentage 
of all revenue which originates there- 
on. It is widely opposed by the major 
airlines on the ground that it is un- 
wieldy and involves numerous book- 
keeping problems. For example, they 
ask how you would estimate the 
amount of revenue generated by mail 
activities or from round-trip tickets. 
Despite these accounting obstacles, 
this type of fee has some support, and 
seems particularly acceptable to the 
local public agencies. 

DURATION: Next in importance to 
the fees are provisions establishing 
the duration of the air carrier conces- 
sion. Generally speaking, the airlines 
prefer long-term leases—leases of at 
least ten or fifteen years in duration, 
perhaps longer. Why? Several practi- 
cal reasons are given: (1) A desire to 
circumvent annoying changes in local 
political administration, and (2) a 
need for a long period of time over 
which to amortize the cost of improve- 
ments. It is well known that urgency 
of getting on a particular airport may 
be such that the air carrier will ac- 
cept a short-term concession (if that 
be the best he can get), but in such 
cases the improvements erected by the 
carrier will be cut to a minimum. 

PETROLEUM SUPPLIES: Con- 
siderable controversy has arisen in 
negotiations over air carrier conces- 
sions when the subject of petroleum 
supplies is reached. It is, of course, 
well known that the airlines wish free- 
dom to purchase fuel from oil com- 
panies of their own selection and that 
they oppose the imposition of “gallon- 
age” charges by the airport owners 
for gasoline purchased from the 
petroleum suppliers. Apparently the 
airlines are not much concerned with 
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the quality of gasoline to be secured, 
for they seem satisfied that the pe- 
troleum products supplied by the ma- 
jor oil companies are of fairly equal 
quality. The essence of their opposi- 
tion to an exclusive gasoline situation 
is twofold: (1) That the price cannot 
be controlled if the monopoly is given; 
and (2) the service tends to deterio- 
rate where exclusive rights have been 
authorized. A problem which the air 
port owners may meet is that an ai 
carrier may have its own pre-exist 
ing, system-wide contract with an oil 
company, but that that particular sup- 
plier does not have access to the air- 
port. In such cases it may be impos- 
sible to get the air carrier to agree to 
refuel from other petroleum suppliers 
at that particular airport. 

OTHER PROVISIONS IN THE 
ATA LONG-FORM: There are a few 
other provisions in the comprehensive 
ATA long-form which have been em- 
phasized to me by the airlines. Fo 
example, they prefer to have a veto 
power over the non-aeronautical con 
cessions like food and tobacco, on 
the grounds that inferior services to 
the passengers will reflect strongly, 
even if unfairly, upon the airlines. 
Again, the air carriers are deeply con- 
cerned that there be adequate ground 
transportation provided at the airport 
so that the schedules may reliably be 
met. Normally, the airlines favor 
some arrangement whereby the city 
may profit from a percentage of the 
ground transportation revenue, since 
this helps pay the airport costs and 
reduces the proportionate share borne 
by the airlines. The parking of private 
cars 1s important, particularly where 
such space is necessary for air carrie) 
employees at the airport 

Another little recognized provision 
n the long-form document is the one 
which provides that in the event that 
the United States assumes some of 
the airport control 
towers or navigation aids, the savings 
realized by the airport will be re- 
flected in reduced fees to the airlines 
There is a similar provision which pro 


costs, such as 


vides that where the airlines pay gas- 
oline taxes and the taxes eventually 
returned by the state to the publi 
agency operating the airport, the 
amount of such taxes returned to the 
political subdivision from the state 
vill be deducted from the fees paid by 
the airline. This means, in effect, 
that if the gasoline taxes exceed the 
anding fees paid by the airlines, the 
air carrier is operating virtually with- 
out payment of any charges other 
than aviation gasoline taxes. 

PRIVATE OWNERS, LESSEES 
AND OPERATORS: Now, let us con 
sider the viewpoint of private indi- 
viduals who own, lease, or operate ait 
ports, and who desire to secure fixed 
vase users and non-aeronautical con 
cvessionaires 

As to gasoline concessions, two ar- 
rangements are to be found. Wher 
the airport does not possess its own 


gas dispensing systems, the major oil 
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companies will generally accept a one- 
to-three-year lease, which requires 
them to provide storage equipment, 
serva-plane dispensers and oil dispens- 
ing units. In return, the company is 
authorized to sell fuels upon the ain 
port, paying a fixed price per gallon 
to the airport owner or lessee. In lieu 
of this fixed-gallonage fee, the oil 
companies are willing to provide such 
substitute services as painting th« 
building and providing road oil. In 
the event that they are not granted 
the exclusive rights which they gen 
erally request, they will, of course, 
make less improvements on the air- 
port. On the other hand, where the 
airport has acquired its own gasoline 
storage and dispensing equipment, it 
is possible for the airport to buy its 
own gasoline at a greatly reduced 
price, leading to increased profits 
without an increase of the retail price. 

Food concessions are now frequently 
granted by a concession agreement 
which provides for the rental of space, 
usually in existing buildings. Fees on 
such concessions are frequently set at 
from five to ten per cent of the gross 
profits on food, and perhaps fiftee: 
per cent on the gross profits for cock- 
tail lounges. 

Agreements with fixed-base opera 
tors engaged in the repair of aircraft 
take two forms, one being a flat rental 
for space, and the other being a pe! 
Agreements 
with those operators who engage in 
the sale of aircraft normally are on a 
percentage basis and frequently dis 


centage of the revenue. 


tinguish between proceeds on new and 
used aircraft. 


Airport Managers 

I have previously suggested that 
contracts which are used to employ a1 
airport manager are different from al! 
other types of airport agreements, in 
that they create an employment rela 
tionship of “master-and-servant” be 
tween the manager and the airport 
owner. If the owner is a large public 
agency, the manager may be employ- 
ed in the same fashion as are othe 
civil servants. In other cases, airport 
employed on a 
monthly salary, or given a percentag: 


managers may be 


of the airport income. 

One of the difficult problems cor 
cerning manager contracts is that on 
our smaller airports a fixed-base use} 
is often designated as the part-time 
airport manager, but the line of de- 
marcation between his privileges as an 
airport user, and his duties as a 
manager is left obscure. In these cases 
it is difficult to determine whethe 
the fixed-base user should pay a pe} 
centage of his gross revenue to th 
airport for the privilege, and must 
serve as airport manager on the side; 
or whether the airport manager should 
be paid a percentage of the airport 
ncome for his services and be allow 
ed to conduct fixed-base activities o1 
the side. Irregular and unusual agree 
ments of this sort necessitate much 
more careful draftsmanship 
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One of the basic issues in manager 
agreements is the extent to which the 
manager acts for the airport owner, 
and the extent to which he is delegated 
the independent authority to estab- 
lish his own airport rules. 

In conclusion, I would like to re 
emphasize several points of import 
ance. In preparing any airport agree- 
ment, it is helpful to start with a 
standard form wherever possible, but 
remember that each agreement must 
be hand-tailored and that both parties 
should take part in adapting the 
agreement to the exact situation. Al- 
ways determine by careful analysis 
whether you are making a lease, a 
license, a contract, or an employment 
agreement, and see that the contents 
of the instrument are clearly consist- 
ent with the legal status to be estab- 
lished. Be sure to emphasize the 
duties of both parties and not just 
the privileges. Use your imagination 
to draft rules to settle in advance all 
conceivable arguments. Be familiar 
with the “hold harmless” clauses and, 
above all, give special attention to 
provisions on cancellation, 
ments and maintenance. 

Where the agreement involves a 
public airport, be sure to know the 
extent to which leases between public 
if Federal 
funds have been expended on the air- 
port —assure yourself that the agree 
ment will be approved as to form by 
the CAA. 

Where an airline concession is in- 
volved, you will want to scrutinize the 
standard long-form carefully in the 
light of its applicability to the local 
situation. Determine with care the 
basic economic principles upon which 
your concession is to be issued, and 
give special attention to the clauses 
which will reduce the fee where Fed- 
eral aid is received or aviation gas tax 
1S paid. 

Where you prepare a contract em- 
ploying an airport manager, make 
sure that it is sufficiently clear on 
the subject of issuing airport rules 
and the powers given to the manage! 
to act as your agent, and make ade- 
quately clear the different capacities 
of one who holds the dual status of a 
part-time airport manager and part- 
time fixed-base user. 

Where’ _ the 
fixed-base 


assign- 


agencies are valid, and 


agreement involves 
activities, the principal 
problem probably is that of exclusive 
rights, a provision which should be 
considered both as to the economics 
thereof and as to the legality unde 
CAA regulations if the airport is in 
the Federal aid program. 

Airport agreements are in effect 
merely written memoranda of the 
promises and rules of fair play to be 
observed by the various parties. They 
can be careless, inadequate and in- 
complete, or they can be thorough, 
imaginative and competent. Agree 
ments which reflect both detail and 
an awareness of pertinent laws are in 
deed the mark of an alert airport bus 
inessman. *® * * 
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Monopolies on the Airport 


Where heavy gallonages are involved, conflicting interests 
complicate the control of gas and oil on larger airports 


gg ll of the Federal 
Airport Act provides that 


efore the Administrator can approve 
t project inder the Act he must be 


assured in writing that, among other 
things, the airport involved will be 
available for public use on fair and 
reasonable terms and without unjust 
discrimination. In carrying out this 
intent, CAA regulations governing the 
use of Federal funds for airport de- 
velopment and improvement, as orig 
inally adopted in January, 1947, pro- 
vided that the public agency owning 
the alrport would agree not to grant 
or authorize the grant of an exclusive 


right for the sale of aviation gas or oil 
or for the sale of aircraft, aircraft 
parts or equipment, or for carrying on 
of other airport services or fixed base 
operations of an aeronautical nature 


Since that time, however, experience 
mber of ai 


has disclosed that a 


ports, particularly the maller ones, 
vere deprived of valuable sources of 
evenue because they could not grant 
in exclusive right to one dispenser of 
aviation gas and oil as well as the ex- 


clusive right for the furnishing of 


certain other aeronautical 


and equipment CAA 


materials 
regulations 


were then revised on May 1, 1948, to 
permit the granting of an exclusive 
right for the sale of gas and oil and 


aircraft parts, materials and supplies, 


provided that the mitract granting 
the exclusive right contained pro- 
e contractol 


isions prohibiting ti 


) 
from exercising such right or privilege 
na way that would prevent any per- 
son, firm or corporation operating air- 
raft on the airport from purchasing 


ff the airport, and having delivery to 


him on the airport of any parts, 
materials o1 ipplie including, of 
ourse, gas and oll, without any en- 
trance fees, delivery fee, or other sur 


However, 
that the airport 


charge for such delivery 
t was also provide 


; 


ownel migh reasonable 


Manet a 

charge for the cost of any service 
rendered by hin ynnection with 
the di ry of materials and supplies 
and that he might require gas and oil 
purchased from off the airport be 
tored i necified pla or require 
the supplier of such gas and oil to 
itilize such dispensing or delivery 
system as the airport owner might 
lesignate 

This last provision has caused the 
cry of “monopoly” aised, pa 
ticularly by the certificated airlines 
Larger airports maintain that they 
must have the right to exercise control 
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over gas and oil deliveries on thei 
property, in the interest of orderly 
operation and safety, either through 
providing central dispensing facilities 
through which all aviation fuel must 
be handled; by imposing a service or 
“gallonage” charge for such handling; 
or through exclusive arrangements 
with one supplier for the sale of avia- 
tion gas and the imposition of a fee 
to be paid by the airline for any fuel 
deliveries from other sources. 

The airlines object to exclusive con- 
cessions for the sale, storage, delivery 
or dispensing of aviation gasoline as 
tending to remove the factor of com 
petition among oil companies which 
they have found to be the best guaran- 
tee of reasonable prices, satisfactory 
products and adequate service. It is 
also held that if an airline is forced 
to buy gasoline at an airport from the 
concessionaire, it has no control ove 
the specification of the fuel purchased, 
nor over the manner in which the 
gasoline is dispensed, and the aircraft 
serviced. But perhaps the most serious 
objection the airlines have to the 
granting or exercise of monopolies for 
the sale, storage, delivery or dispens 
ing of aviation gasoline is that, if the 
practice receives general acceptance, 
they will completely lose control of 
one of the most important items of 
their operating costs. The in-plane 
cost of gasoline, at any airport at 
which a storage or dispensing monop- 
oly exists, will be completely out of 
control of the airline, and will depend 
upon the price the concessionaire had 
to pay for the monopoly or, if the 
monopoly is exercised by the airport 
owner, upon the amount of revenue 
which it desires to raise by this means. 
Increases in gasoline prices might re- 
sult from the fact that the airlines 
would probably bear the cost to the 
concessionaire of obtaining the monop- 
oly, and also because the airlines could 
no longer obtain the price advantage 
of so-called “system contracts” with 
the oil companies. 

The airlines feel that this situatior 
is serious since, in the final analysis, 
the price they would have to pay for 
gasoline at an airport would be com 
pletely out of their control and there 
s some merit in their contention be- 
ause airlines are not free, as ar 
most businesses, to “take their buying 
elsewhere” to avoid excessive prices 
Moreover, they are seriously restricted 


in their ability to avoid excessive gas 
oline prices by refraining from buy 
ng it at airports where prices are out 
of line. Safety requirements must l« 
observed in determining the amount 
of gasoline to be purchased at a par- 
ticular airport at any one time or over 
a period of time. Moreover, sound 
economy requires that the available 
payload, and not the desire to avoid 
excessive gas prices, should determine 
the gallonage taken on at a given air- 
port at any time. 

The airlines also maintain that 
using concessions for the sale or dis 
pensing of aviation gasoline, or gal- 
lonage surtaxes or surcharges, as a 
means of airport income is unfail 
since it is only by accident, if at all, 
that the amount of gasoline purchased 
by an airline at a particular airport 
bears any relationship to the use of 
the field by a particular airline. For 
example, Airline “X” may have only 
three flights per week from a particu- 
lar airport, whereas Airline “Y” aver- 
ages twenty flights per day. Howeve) 
“X’s” flights are trans-Atlantic, and 
are fueled for that operation at the 
airport, with the result that a large 
amount of gasoline is purchased by 
“X". “Y's” flights, however, are short 
and so very little or no gasoline is 
purchased at that airport. Hence it 
can be seen that, considering both of 
these operations, the heavy gallonag« 
charges “X” 
reasonable relationship to its use of 
the airport when compared with “Y's” 


would pay bear no 


very small payments and very sub 
stantial use. It would also seem that 
those airports which, for, operational 
reasons alone, are major fueling stops 
would receive unjustifiably large reve- 
nues from gallonage charges as com 
pared with others where compara 
tively little fueling is done, but which 
contribute considerable traffic to, and 
furnish important services for the 
airlines concerned. 
Airport managers 
modified regulation. For the airline 
terminal it means the possibility of 
considerably increasing income; that 


welcome the 


the airlines and other plane operators 
can be charged a fair share of th 
cost of providing and maintaining 
facilities which are used by them and 
their suppliers. It also means safe 
operation through making it possible 
for the airport operator to de.ermins 
how and where gasoline and othe 
hazardous materials should be stored 
and handled. It makes it possible for 
him to require the use of a commo! 
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safe storage area, or the use of a saf« 
underground gasoline distribution sys 
tem, or the use of a consolidated fleet 
of tenders of standard design, so as 
to keep the number of such vehicle 
on the airport at a minimum. The 
volume of gasoline handled at the 
major airports today is not something 
which can be treated lightly and left 
to the discretion of individual tenants 
Aircraft engaged in North Atlantic o 
trans-continental operations take o1 
2,000 or more gallons of gasoline each 
when they leave an airport like La 
Guardia. In ten to twelve years it is 
expected that 1,000,000 gallons of gas- 
oline per day will be used at Idlewild. 
To provide even a two-weeks reserve 
supply as a margin of safety against 
strikes and weather difficulties will 
involve a storage capacity there for 
15 to 16 million gallons. 

The danger in the revised monopoly 
regulations from the standpoint of air- 
port management is that some regula 
tory body will have to decide what ar: 
“fair and reasonable terms without 
unjust discrimination” in connectio 
with any service rendered on a monop 
oly basis or any charges made for se! 
vice in connection with the delivery of 
supplies bought off the airport. Il 
the entire field of rates, charges and 
fees directly or indirectly affecting 
all classes of users of various airports 
disagreement may reasonably be an 
ticipated from time to time between 
the user and airport management 
These differences can and should be 
resolved at the local airport level. It 
is to be sincerely hoped that the CAA 
will not assume the responsibilities of 
management, that we will not have 
any preferential legislation or undue 
administrative regulation. With local 
airport cost accounting systems as 
yet inadequately developed or non- 
existent, it is clearly not time for 
CAA, through Congressional mandate 
or otherwise, to enter into the subject 
of regulation of publicly-owned air 
port rates, fees and charges. Neither 
the CAA nor any other federal ad 
ministrative agency is sufficiently in- 
formed on all the intricacies of the 
problems of each local airport in the 
country, or endowed with the divine 
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wisdom successfully 
undertake the task of setting uniform 
rates, charges and fees for loeal air- 
ports, each of whose problems are 
unique unto itself and collectively so 
complex as to seem now to defy any 
effort toward uniform regulation. 
General rules can and should be laid 
down by the CAA in order to permit 
airports to comply with the provisions 
of sponsor’s agreements. No one ob- 
jects to such general regulation and 
it is felt to be necessary as a prope) 
protection not only to the public in 
general, to the users of the airports, 
but also to the airports themselves. 
The danger in the situation is where 
the CAA begins to assume the func- 
tions of management. Once establish- 
ed in the actual field of airport man- 


necessary lo 
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agement the CAA could go on, year 
after year, requiring assurances tend- 
ing to establish cost formula ceilings 
on landing fees, rental charges and 
any other rate that an airport might 
undertake to establish within the 
limits of its own cost requirements 
and desire to compete with other air 
ports and to encourage the develop- 
ment of aviation. Such assumption of 
managerial functions must be avoided 
or the Federal airport program will 
eventually be wrecked, and what is 
more important from the standpoint 
of airport management, local initia 
tive, local situations, local financial 
and taxing exigencies will become al- 
most impossible of solution without 
the unwinding of much Federal red 
tape. * * * 


Questions and Answers 
For Airport Operators 


Farming or Flying? 

QUESTION: I’ve been operating in 
a small way the last two years on a 
municipal airport down here in some 
mighty good cotton country. The city 
owns about 400 acres in the airport 
tract but the sod area we use for fly- 
ing only covers about 120 acres. The 
balance of it is in cotton on shares and 
the city gets a pretty good income out 
of it, while I can’t afford to pay very 
much for the ground my small hangar 
is on for the use of the field. 

Last week, this share-cropper came 
along with an offer to the City Com- 
mission to rent all the airport for 
growing cotton. It’s a mighty attrac- 
tive offer and I can’t match it. What 
am I going to do? 


ANSWER: Brother, we've been 
wondering when a deal like this would 
rise up and hit us. Farming or flying, 
eh? As we traipse around the country 
behind a propeller we see many an air- 
port with beautiful crops which prob- 


— 


— 


y 


fidence .. distinctive, 


night-time fun-fare. 


Plane Owners 


- a you cruise straightaway to far horizons. 
who are going places, there's c 
—_ no finer air resort in Amer- ,.’ 

ica than the famous Flying L Ranch. j 

Everything as you want it . ~ 

hard-surfaced runways . . . service 
to earn your satisfaction and con- A wd 

cozy- % 

comfort guest suites just across 
the turf . . . swimming pool . . + 
horseback riding . . . fishing iny 
stocked lakes . . . hunting . . . 
appetizing food around the clock 
@ Make your flight 
plans now—next trip visit the Flying L Ranch, 32 
miles W. of San Antonio at Bandera. 
Col. and Mrs. Jack Lapham, Owners. 


ably help materially in making these 
airports self-supporting. That’s a 
good thing so long as it doesn’t mean 
encroachment on flying, but we've 
noticed those crops creeping close 
and closer to landing strips and run- 
ways. 

It looks like you’ve got a real prob- 
lem to keep the cotton from growing 
right on your doorstep. Basically, the 
argument against closing up flying fon 
farming has been discussed time and 
again in these columns. The benefits 
of aviation and an airport to a town 
are not counted solely in dollars of 
revenue. If your town acquired its air- 
port property for the normal reason 
of providing air transportation fo 
the community, it certainly didn’t put 
the profit motive first. Perhaps some- 
where along the line someone has slip- 
ped. Perhaps the community and its 
elected representatives have forgotten 
why they acquired an airport. Per- 
haps you as the operator haven’t made 
the community conscious of those 


. It’s time to get up and go 


places. Your airplane is transportation at its best when 


@ For those 


WElCoMe ry 
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vther than cash benefits that an an 


port prov ides 


The first and most potent weapor 
against abandonment of the field fo 
agriculture is public opinion If vou 
have heer operating two years yol 
must have customer al probably 
you have some private owners on the 


field. They may be few 


numbers, 





BROAD and NELSON 


ARCHITECTS, ENGINEERS 
PLANNERS 


Succeeding Thos. D. Broad, Architect 
for Dallas Air Terminal, Love Field; 
for Gregg County Air Terminal 
Burt Bidg DALLAS R-4768 











“100% Kill... 
No Plugging or Trails” 


High praise for Burt Venturi Spra 
Systems mes from | P. Stubblefield, 
Vice President, Rair Du lr 
Los Animaa, ( orad uw f “ We 
have found our Burnum Venturi Spray 
init more thar met ' xr ati 
We had 100 ki ng DDT and Ck 
rodane With Ch dat we have had 
good grasshopper tr 4-D 
wheat and corr i ure-fire ‘ 
weed spray with tl init. Maintenance 
if minimum with rt plugging r trails 
We sincerely recommend the Burnun 
Venturi Spray Syst 


SWITCH TO SPRAY! 


You, too, can do th b better with ir 
units, available in handy kit form, fully- 
approved by CAA. We a tock Stear 
mans modified int mbination duster 
sprayers Send for part today 
0 2 J 
Cx “usve ealures 
1 Cockpit ontro n * ght for 


start-stop and metering up to 
50 gals.Jfmin 
Venturi action eliminates pumps 
giving automat force-feed 

3. Perfect droplets at a times 
eliminating fogg ng 

4. Patented dispensing valves elim 
nate nozzles and are self-clean 
ng non-clogging 

5. 102-gal. fuselage tank slides in 
and out for passenger or other 
use 

6. All parts installed and operated 
without structura hange 

7. Light weight System weighs 
ess than seat pane et 
which are removed 

compiete kits with 

nstructions 


8. Shipped in 
all parts, fittings 
9. Fully approved by CAA and in 
use in many states and Mexico 
10. Easily installed by two A. & E 


mechanics in only 2 days 


BURNUM AVIATION CO. 


Manufacturing, Sales, Installations of 
Venturi Liquid Spraying Systems 
Lucas Field Arlington, Texas 
Tels. 869-J3 and 253W 


but one would believe that their wishes 
would carry some weight, especially 
if they worked as a unit. It’s surpris 
ing in a country where cotton is king, 
ace and queen that you haven't de 
If you 


have, these customers have a voice, 


veloped some dusting husiness. 


too. Organize your forces and present 
your case. 

Of courses you may find, too, that 
the land was purchased from funds 
provided by local general bonds for 
airport purposes. If that is the case, 
and if the bond proposal submitted to 
the voters so stated, perhaps the City 
Commission can’t abandon the land to 
other use without embarrassment 
Then, again, if federal funds are in- 
volved in the construction or acquisi 
tion of any of the airport property, 
you should refer to any agreements 
made then by the city with the federal 
government. Usually such documents 
obligate the city to maintain and op 
erate the public airport as such. 

Farming of otherwise unused areas 
is a good thing, but the areas used and 
the height of crops should be planned 
so as not to affect adversely the use 
of the landing area as such. Ap 
proaches should be clear; 
should not interfere with good drain- 
age; and adequate clearance distances 
with reference to runways, taxi-strips, 


farming 


and landing strips should be main 


tained. Above all, the operator should 


not become so involved in farming that 
he neglects his airport’s major ac 
tivity—flying 


Airport Boneyards Hurt 


QUESTION: This is a gripe. I've 
been flying a good number of years. 
At first the little woman worried, but 
finally when she found I always turned 
up sound in wind and limb from my 
flying business trips, she became 
resigned to my flying, and lately has 
enjoyed so many trips with me that 
I had her just about ready to take 
instruction. In fact she was almost 
as enthusiastic about it as she would 
be about a sure-fire six spade bid. 

Then last month I took her on a trip 
west. There she saw something that 
set the whole idea back a_ couple 
of years. It’s not anything new. 
SOUTHERN FLIGHT and everybody 
else have preached about it for years. 
Anybody with an ounce of brains 
knows it’s a condition that ought to be 
stopped once and for all. In one state 
alone we visited eleven airports and 
on seven of them we found right out 
in the open for everyone to see—grave- 
yards, yes sir, graveyards of cracked- 
up, battered, wounded and _ broken 
down airplanes. I've grown so used to 
seeing them on fields that aren't 
managed well that I don’t think much 
of it except to wonder what kind of a 








and Accessories 


MUNICIPAL AIRPORT 





In the Rebuilding of Aircraft Engines 
and Engine Accessories Is Essential to 
a Good Reputation. 
Have Proven the Reliability of Engines 
Rebuilt by 


PRECISION AEROMOTIVE 


CORPORATION 


WYDOWN 
—9-1234— 


Our Customers 


HOUSTON 17, TEXAS 


~ 











4412 East Lovers Lane 


INSTRUMENTS 


Overhauled—Guaranteed 
not just “tested” 


Sales — Exchange — Repairs — Service 
FRANK SAY & CO. 
Dallas 5, Texas 


C.A.A. APPROVED REPAIR STATION NO. 3819 


Lakeside-9934 











38 











SOUTHERN FLIGHT 

















SEPT 














shop job I'd get if | had to have the 
work done there. 

But let me tell you what these old 
airframes did to my wife. She didn’t 
say much when we saw the first one. 
Most of the junk there was surplus 
stuff, but at the next one I noticed a 
little red job all twisted and torn, 
right next to the hangar. Now that 
wasn’t an old surplus job. That was a 
reasonably late model and yet it had 
been there long enough for the weeds 
to grow up through the torn places in 
the fabric. Although she said nothing, 
I felt her stiffen up beside me when 
we took off early next morning. Two 
hours later we landed at another field 
and the minute she got her feet on the 
ground she looked around for the 
graveyard and sure enough she found 
it. The worst experience, though, was 
when we found one just like mine. 

What are we going to do about such 
things? 

ANSWER: You've 


answered yourself, mister. 


practically 
We've all 
reams about it. You 
example of the 


talked and writter 


just had a concret« 


vay conditions car insell someone 
nterested in flying 
We all know that under several 
onditions the operator has to save the 
remains of the aircraft. He can’t just 
g a big hole and bury it or dump 
ne neare Pe aps ! owl 
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completion of the investigation into 
the accident. Or perhaps the operator 
owns it or bought it with intent to 
rebuild or cannibalize it for parts. He 
may consider them part of his stock 
of parts where parts are salvagable. 
The fault lies in exposing the public 
to such boneyards. Certainly such a 
practice is not only an eyesore but it 
is a strong selling point for keeping with 





ATTENTION VETERANS 


Get Your G | Flight Training 


your feet on the ground. 
We know of two private airport op- 
erators who keep such a stock of air- 


Raymond E. Breazeale, Incorporated 
Flying School 


Natchitoches, La. 


frames for rebuilding or salvage, but 
the public doesn’t see them. They’re 
kept in fenced enclosures away from 
public areas, and they are partially dis- 
mantled and placed in orderly rows 
within those enclosures. From the air 
or on the ground they are not wrecks 
They are obviously stocks of air- 
frames. Those same airports do not 
permit practically abandoned surplus 
craft to clutter up the landscape. The 
operators think too much of the 
product they are selling and the public 
to whom they must sell to permit such 


C. A. A. APPROVED 


Operated in connection with 


Northwestern State College 


Majors in Aviation Not Subject to New 
Vv. A. Restrictions 


things. 

With the decline of GI training and 
the need for redoubled efforts on the 
part of operators and managers to 
generate a truly confident interest in 
air transportation and aircraft, every- 
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in the business must seek a bette 
standard of housekeeping in such 
matters. Some of the men who make 
their living in this business may take 
they do not maintain 


one 
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such an unsightly condition on their 
airports but if the next man does, 
that’s his business, and no harm is 
ione 

Sut owe don't believe that. The 


manager or operator who is careless 


} that sense not only turns customers 
away from himself, he turns a dif- 
fident and unassured public against all 
forn of a 1 I p weakening 
the confidence that flying is a safe 


Don’t Run Down Other Airplanes 


QUESTION: Do you mind if I ask 
you a rather delicate question? Let 
me tell you first that [| am an 
automobile dealer new cars and 
while I don’t have to worry too much 
about selling cars I do have to do a 
lot of selling on parts, service, and 
accessories, so I think I know some- 
thing about salesmanship. Two years 
ago I bought a new airplane and | 
hangar it with one of the two operators 
in my town. This is the first occasion 
I've had to spend much time on an 
airport. 

The thing that amazes me is the 
apparent venom that exists in the 
competitive campaigns between the 
operator I deal with and the one across 
town at the other field. The latter 
operator wants me to bring my ship 
over to his field and hangar there, but 
his method of selling seems to consist 
merely of knocking the other man’s 
service, shop and flying ability. Now 
I've heard the same sort of attack on 


him from my operator, except that 
he picks on the make of airplane the 
other man sells. This sort of snip- 
ing doesn’t seem to be limited to the 
operators. Their employes and some 
of their students join in and the 
transient and local plane owner hears 
the same stuff every time he spends 
any time around hangar or lounge. 

Personally, I don’t like this sort of 
thing. In your opinion, isn’t it hurting 
aviation in any community where such 
friction exists? And what can be done 
about it? 

ANSWER: If you have been in the 
automobile business many years, you 
learned long ago that running down 
the other man’s product was not the 
best overall selling policy. We know 
that keen competition, professional 
jealousy or plain cussedness has led to 
similar conditions in some places. It 
leads us to believe that some operators 
feel the sole reason for existence is to 
run the other fellow out of business. 
Certainly there should be a healthy 
sense of competition, but it should 
lead to better service, reasonable prices 
and sounder sales promotion. It should 
not resolve itself into cut-throat forms 
of feuding. That hurts the man with 
the knife as well as the one with the 
throat. Actually, competition is with 
other forms of transportation, the 
automobile, the bus and the railroad 
and with other forms of higher spend- 
ing which leaves a man’s budget too 
lean for aviation. Your letter shows 
that you don’t like the wrong type of 
competition. Probably if there was an 





less than 40 hours 
Beechcraft Bonanza, 200 hours 


300 to 650 hours 
Piper J3C’s, 1946 Models 


Meacham Field, Fort Worth, Texas 


FOR SALE 


Stinson-Station Wagon, 1948 Model, 


Beechcraft D17S’s. Just Relicensed. 
1943 Models. 450-hp. P. & W. 
Wasp engines, Total Time on ships 


Piper Super Cruiser, Late 1946 Model 1,700 


Aircraft Investment Corporation 


operator in your town who kept him- 
self and his employes in line you would 
patronize him and so would other 
reasonable plane owners. ®* *® *® 


PLANE TALK 


(Continued from page 29) 

city hall, where the officials know 
little and care less about aviation and 
simply won’t take the advice of people 
who know what they are talking about. 
Local merchants lose while the city 
treasury grabs off a few bucks from 
selling gas. 

However, Adams Field may get 
straightened out. Last month Bill 
Berry, personal flying assistant of 
the Fourth Region CAA, was invited 
to make a speech at the Little Rock 
Cooperative Club. He “laid it on the 
line” about the local airport situation 
and in stirring up a hornet’s nest, got 
the civic-minded people of the city, 
the newspapers and the mayor to work 
on the situation. Thanks to Bill Berry, 
you might not have to avoid Little 
Rock Municipal in the future. 

Won’t somebody please make a 
similar speech in Ft. Worth ?—G.E.H 

* . * 





$2,750 
Cleanest Swift 125 in Texas! 


Just relicensed. 150 hrs. since engine 
rebuilt. Aeromatic prop, primary panel, GE 
radio, metal canopy, steerable taiiwheel, 
always hangared Used in business travel 
only. PAUL CAIN, 2719 McKinney Ave., Tel. 
Victor 4-2537, Dallas, Texas. 
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ATTENTION BEECH OWNERS 


Two P & W Junior Engines over- 
hauled and drilled for Hydro- 
matics. First overhaul. Packed 
for long storage. Conveniently 


located at Wichita, Kansas. 


This is quality merchandise. 


O. B. CALLAN 
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Here's dependable, avtomatic protec- 

tion for pitot (air speed) tubes. Installed 

in 30 seconds—weighs only 2 ounce. 
Nickel-plated brass—Corrosion 

4,500 resistant 
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Model 2—%” to ¥2” O.D. Tubes 
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GRUMMAN PANTHER, 
Navy’s newest jet fighter, 
designed and powered for 
highest performance. 











GRUMMAN ALBATROSS, largest 
GRUMMAN Amphibian, for U.S. Air 


Force rescue and cargo transport. 


GRUMMAN MALLARD Amphib- 
ian, one of the world’s most ver- 
satile Airplanes for personal and 
special Navy use. 


DESIGNERS AND BUILDERS 
OF THE 
WORLD’S FINEST 


AIRCRAFT 


GRUMMAN AIRCRAFT ENGINEERING CORPORATION, Bethpage, Long Island, New York 








- -- for the best take-off, landing 


and taxi performance! 


B. F. Goodrich tires, Expander Tube brakes and accessories are world famous for their dependability and high 
quality maintenance costs are lower with increased longevity. The B. F. Goodrich Type Ill (low pressure) tires 


provide better cushioning, greater safety . . a favorite with light plane owners since they were first introduced. 


Expander Tube brakes don’t lock, grab or drag respond smoothly to minimum pressure. Full-circle braking 


surface combined with even pressure gives action maximum power. 


Southwest Airmotive carries a complete stock of B. F. Goodrich accessories . . fuel and instrument hose, cements, 
sponge rubber, matting, weather stripping, and abrasion shoes. Propeller shoes for protection against icing are 


available in both anti-freeze fluid and electrically heated types. 


Southwest Airmotive offers complete sales and service on all B. F. Goodrich products — America’s most complete 


line of rubber products for airplanes. 
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CAA Approved Air Station No. 195 LOVE FIELD, 
DALLAS 
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